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PRACTICING BEFORE THE INTERSTATE 
COMMERCE COMMISSION. 


CHICAGQ(, ILL. 

CHARLES CONRADIS, 30 South Market St.; 
practices before the Interstate Commerce Com- 
mission. 

JOHN B. DAISH, 1410 Security Trust bldg.; 
Interstate Commerce cases only. 

WALTER E. McCORNACK, Suite 956 First 
National Bank bidg.; formerly attorney for 
Interstate Commerce Commission ; Counselor at 
Law. 

JAMES A. WAGONER, Suite 37, 154 W. Ran- 
dolph St.; specializing Interstate Commerce 
Cases. 


CLEVELAND, OHIO. 
Cc. D. CHAMBERLIN, Rose bldg.; Attorney 
at Law, Commerce Counsel for The National 
Petroleum Association. 


CINCINNATI, OHIO. 

LITTLEFORD, JAMES, BALLARD, FROST & 
FOSTER, 1002-3-4-5 First National Bank 
bldg. Mr. E. E. Williamson associated on 
traffic matters. 


NEW YORK. 


RICHARD J. DONOVAN, 170 Broadway; 
Counselor at Law; Preparation of cases and 
trials of cases before the Interstate Commerce 
Commission a specialty; Experts on railroad 
tariffs furnished ; Correspondence invited. 


SHREVEPORT, LA. 

EMERSON BENTLEY, 224 First National Bank 
bldg.; Attorney at Law; Special attention to 
commerce practice before the Interstate Com- 
merce Commission and Railroad Commission 
of Louisiana. 


ST. LOUIS, MO. 


H. R. SMALL, 1605-14 Pierce bldg.; practices 
before the Interstate Commerce Commission. 
BELT & GRAVES, Attorneys at Law, 810- 


814 Times bldg.; practice before Interstate 
Commerce Commission and all Courts. 


WASHINGTON, D. C. 


CHARLES CONRADIS, 506-7-8-9-10 Colorado 
bldg.; practices before the Interstate Commerce 
Commission and all Courts. 


CHAS. D. DRAYTON (formerly Attorney for 
the Interstate Commerce Commission), Colo- 
rado bidg. 


JOHN B. DAISH, 602-606 Hibbs bldg.; 
state Commerce cases only. 


ARTHUR B. HAYES, Attorney at Law, Colo- 
rado bldg.; former member of the Department 
of Justice as Solicitor of Internal Revenue; In- 
terstate Commerce litigation a specialty. 


LITTLEFORD, JAMES, BALLARD, FROST 
& FOSTER, 805-6-7-8 Westory bldg. Mr. E. E. 
Williamson associated on traffic matters. 


JEAN PAUL MULLER, Corcoran bldg. (for- 
merly with I. C. C. and Dept. of Justice as Ex- 
pert Acct. and Spcl. Asst. U. S. Atty.). Spe- 
cialty: Financial and Operating Analyses, Cost 
of Service Tests and Comparisons in Interstate 
and Intrastate Rate Litigation. 
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COLORADO BUILDING, WASHINGTON, D. C. 


WHEN YOU WANT 


RATE COMPILATIONS OR COMPARISONS, 
COPIES OF TARIFFS, COMPLAINTS, ORDERS, ETC., 
TRANSCRIPTS OR VERBATIM REPORTS OF 
HEARINGS, ARGUMENTS OR ORDERS, 

OR ANY OTHER SPECIAL SERVICE 


WASHINGTON 


WRITE 


THE TRAFFIC SERVICE BUREAU 


30 SO. MARKET ST., CHICAGO 
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GET A REVOLVATOR FOR 
YOUR SHIPPING DEPARTMENT 


Many con- 
cerns find 
that Revolvators 
greatly re- 
duce the cost 
of loading 
cases, bar- 
rels, bales, 
etc., on 
trucks and 
flat cars. It 
eliminates 
rough hand- 
ling and fre- 
quently en- 
ables 2 men 
. to do the 
work for- 
~ merly re- 

quiring 5 to 
7. The revolving base permits the Revolvator to receive the 
case from the loading platform, then by revolving at 180°, 
the case can be shoved off into the waiting truck or 
flat car. 

Tell us the character of goods and the weight of pack- 























ator would do for you. Anyway ask for our catalog T-W, 
“ Saving Time, Money and Space.” 


N. ¥. Revolving Portable Elevator Co. 
364 Garfield Ave., 22, Jersey City, N. J. 














ages you wish to handle, and let us tell you what a Revoly- 


The Cool Invigorating Weather 


; ~\, that stirs a man’s blood and 
* fills him with vim and am- 
bition will soon be here. 


NOW IS THE TIME 


for the readers of Traffic World who have not yet asked for our 
FREE BOOKLET 
“Opportunity via the Traffic Roate’’ 


to send for it and learn all about our course of study in Freight 
Trafic Work. Why procrastinate? The other day we 
received, entirely unsolicited, 

A COMPLIMENTARY LETTER 


from the Secretary of one of our State Railroad Commissions. 
He had read our lesson No. |, on Rate Adjustment, and 
then wrote us as follows: 







“| have read this lesson with interest and wish to compliment you upon the 
clear and concise manner in which you present the great trathc question to 
your students, and assure you that | have no hesitancy in recommending 
your course to those desiring to become more proficient in trafhe matters.” 


Write us for full information about our 
specialized course of instruction by cor- 
respondence in Freight Traffic Work. 


NATIONAL TRAFFIC COLLEGE, 
10 So. La Salle St., 
Dept. A. CHICAGO, 
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The Michigan Manufacturer 


and Financial Record 
REACHES 


The Manufacturers of Michigan 
The Supply Men of Michigan 


The Bankers of Michigan 
The Investors of Michigan 


The Public Service Operators of Michigan 


and prints more condensed news relative to the above interests than any other 


Michigan publication. 


SUBSCRIBE TO-DAY — $3.00 Per Year! 


It is a sober, conservative Weekly, advertisements in which are given credit on account of the 


company in which they are found. 


Michigan Manufacturer and Financial Record 


242 Griswold St. : 


: Detroit, Michigan 
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PHILADELPHIA & GULF STEAMSHIP COMPANY 
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PHILADELPHIA—CHARLESTON—NEW ORLEANS 
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iN YOUR REPLY PLEASE REFER TO 
Pier 19 NortH De.taware AVENUE 
FILE 795 ‘ 
G. 8B. DOWDY, PHILADELPHIA, June 29th, 1912, 
TRAFFIC MANAGER 


Mr. Charles C,. Mason, 
Adv.Mgr., The Traffic World, 
Chicago, Ill. 


Dear Sir:- 


t affords me considerable pleasure to state that I 
consider our advertisement in The Traffic World has been more 
beneficial to us than any other advertisement that we have 
carried since our line has been in operation, I have found from 
personal observation that The Traffic World is on the desk of the 
traffic officials of the railroad or industrial concerns all over 
the country each week, and on account of the fact that our ad- 
vertisement was carried on the front cover page I have heard many 
kind words spoken of the publication by those who have referred 


to. our card during visits I have made in various sections of the 
country. 


The best word that I can say for The Traffic World as an 
advertising medium is that we expect to come to you for space in 
your colums again in the near future, as I know of no other pub- 


lication where I would feel assured in advance of such excellent 
results. 


Yours truly 
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MR. DOWDY. 


GBD=-GH, 











ay 


veceasceis ae eset Beata Raho oe 


Boa 


Sem Ridifdtt S arcaclate. Dearne eal Mn nae tN 


pShenamaneinsent yeaa 


ny eee 5 



















Wells Fargo & Company Express 


CARRIERS AND FORWARDERS TO ALL FOREIGN 
COUNTRIES 


Low rates on export or import shipments by freight or express quoted 
on application 


Through Bills of Lading Issued 


Wells Fargo & Company maintains unequaled Customs Brok- 
erage departments at New York, Chicago, New Orleans, Laredo, 
El Paso, Seattle and San Francisco. 


Wells Fargo & Company also maintains exclusive offices and 
responsible correspondents at London, Liverpool, Paris, Ham- 
burg and other important shipping centers throughout the world. 


MONEY ORDERS 


AND 


TRAVELERS-CHECKS 


Payable Throughout the World 
Money Paid by Telegraph 


Our own Service is maintained throughout United States, Mexico, 
Hawaii, Alaska and the Yukon 


A valuable book of foreign shipping instructions will be sent to any address 
on application to 


D. G. MELLOR, Foreign Traffic Manager 

51 Broadway 
30 No. Dearborn St. NEW YORK 81-89 Second St. 
CHICAGO SAN FRANCISCO 
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A well-known mechanical engineer of New York, 
prominent in the councils of the American Society 
of Mechanical Engineers, Wilfred Lewis, makes a 
characteristic suggestion of a method of fixing ex- 
press rates. The division of the whole country into 
arbitrary zones strikes him as peculiar and un- 
called for. He asks why express charges cannot be 
so formulated that when the weight and distance 
are known the charge can be found by substitu- 
tion. “Because all express employes are not me- 
chanical engineers nor algebraic experts” is not the 
answer, since Mr.- Lewis explains that it is not 
meant that the charge shall vary as the weight or 
the distance, but should vary as some function of 
these variables plus a constant for terminal charges, 
and on this basis definite tables could be figured out 
for convenient use. However, when one considers 
the number of stations involved and the possibility 
of a requirement at some time or other to figure out 
arate from any one point to any other, the net re- 
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sult is that the formula would be the only wieldy 
device. There is in the scheme a certain sugges- 
tion of the McGraham percentage system on which 
railway rates are figured between New York and 
Chicago and it might be possible to work out ‘a 
modified basis which would be comprehensive to 
the shipper as well as fair to the carrier of the pack- 
age. The writer whom we have quoted says the 
conclusions reached by the Commission do not ap- 
pear consistent and they never will be until their 
labors are crystallized in the form of broad, general 
principles from which the rates follow as a matter 
of course. But it is about as hopeless to expect to 
fit express or railroad rates to a mathematical ex- 
pression as to fit the latter to a description of a 
human personality. 


WHAT IS THE MATTER WITH IOWA? 


When William Allen White propounded his 
famous question: “What is the matter with Kan- 
sas?” and then answered it, he added several inches 
to an already sizable popularity among his fellow- 
citizens and increased by many cubits the stature 
of his national reputation, to say nothing of what 
happened to Kansas. Now comes the Iowa Rail- 
road Commission, and wants to know what is the 
matter with lowa that the railroads do not love 
her. In the innocence of your heart you answer 
at once: “Bless you, nothing is the matter with 
Iowa. She is the greatest agricultural state—” but 
stop! There’s the rub! Says the Railroad Com- 
mission: “While God has decreed that this shall be 
the greatest agricultural state in the Union, the 
railroads have declared that it shall be nothing else 
but an agricultural state.” 


The decree dates from time immemorial—‘when 
Adam delved and Eve span’’—but the declaration 
is said to hark from the days when one William 
Larrabee was governor of Iowa and when the ten- 
derness of the railroads’ spanking place was but 
newly acquired. 

Possibly the railroad position is that lowa and 
agriculture having been happily wedded for these 
many years, far be it from them that any steps be 
taken that may lead to a state of bigamy, polyg- 
amy or polyandry. (Agriculture being husbandry, 
probably the last-named term is more fully in con- 
sonance with grammatical proprieties.) But lowa 
believes her capabilities are greater than agricul- 
ture alone can stand equal to. It is not that she 
loves her aged consort less, but that the vital cur- 
rent within her youthful veins causes an antici- 
patory thrill at the thought that with a little great- 
er freedom she may emulate or surpass the attrac- 
tions of sister states for a younger and more enter- 









appendices 





t 


2 | 
i 
i 
d 
3 
| 


pervieg 


+? 





setae 


eke “emma 


alacant incincacna 


oe ge rai eget 


216 THE TRAFFIC WORLD AND TRAFFIC BULLETIN 


prising partner. Be it said now, also, the sponsors 
of lowa’s future greatness as a manufacturing state, 
if certain desired conditions of transportation are 
fulfilled, have made out a strong case; but the 
statement is without prejudice as to any arguments 
the other side may have to advance as to why it 
should not be so—or, to return to our figure, by 
way of forbidding the banns. At the present mo- 
ment we are considering the matter on an exparte 


showing so far as recent developments are con- 
cerned. 


In a brief just filed with the Commission on behalf 
of complainant in the case of the State of lowa vs. 
Chicago, St. Paul, Minneapolis & Omaha Railway 
et al. is shown a map illustrative of the all-rail class 
rates from New York to the Missouri River and 
showing by groups the advances in percentages of 
the rate to Chicago. In this map the front part of 
Iowa looks like a target riddled with bird shot—or 
like a section of land in eastern Quebec, where many 
of the farms are one or a few rods wide and from 
half a mile to a mile long. Each section represents 
an advance in rates over the section farther east, 
and it is pointed out that while, generally speak- 
ing, farther east these jumps are from one to four 
per cent, and it would be natural that the sections 
taking the same rate should become larger and the 
percentage of rise smaller as one goes further west, 
yet in eastern Iowa there are many large jumps 
in percentages and one of 24 per cent. Stated in a 
few words, the eastern two-thirds of lowa covers 
rates from 1291-3 to 191 per cent of the Chicago 
rate, or an advance of 61 2-3 per cent, while terri- 
tory of about the same extent in Illinois is covered 
by the 110 and 117 per cent rate. Reverting for a 
moment to the target simile, what Iowa wants in 
lieu of the bird-shot appearance is one plunk of the 
bull’s-eye which shall answer for the whole state— 
or at most, that, with a few scattering rifle-ball holes 
in the distant rings touching the Missouri River. 

sut in another brief filed at the same time in the 
action, called the “Mississippi River Case,” in dis- 
tinction from this, known as the “Interior Iowa 
Case,” it appears that a large portion of the dis- 
satisfaction comes from the fact that Quincy and 
other towns on the east bank of the Mississippi in 
Missouri and Illinois have about 12 per cent on the 
Chicago rate the advantage of Keokuk and the 
string of Iowa cities on the west bank, some of 
which are a less distance from New York, but with 
reference to none of which is there so much differ- 
ence in distance or any other condition as to war- 
rant any appreciable difference in rates. 

An altogether new basis of argument has been 
introduced in the second of the two cases to which 
reference is herein made. This has relation to the 
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Keokuk dam, on which some $25,000,000 are being 
spent, for furnishing water power for manufactur- 
ing and other purposes. Hugh L. Cooper, chief 
engineer in charge of the construction of the dam, 
was one of the witnesses for the state. His testi- 
mony, as interpreted in the brief, states that if any 
portion or all of the 200,000 horsepower which it is 
expected will be generated at the dam were fur- 
nished free to manufacturing interests in Keokuk, 
they could not then compete with Quincy, 38 miles 
down the river and on the opposite bank, under the 
present advantage in rates possessed by the Illinois 
town. This is based on the assumption that power 
in a manufacturing plant represents on an average 
about I 2-3 cents per 100 pounds of product, while 
the advantage claimed for Quincy on first-class 
freight over Keokuk is 9 cents per 100 pounds. The 
conclusion of the Commission upon this showing 
appears to be that, though the Keokuk dam is the 
largest dam in the world, this barrier of 7 cents is a 
sight bigger. 

The whole matter has been hanging fire so long 
that memory fails to indicate whether this question 
has been asked: If, as seems to be the case, the State 
Commission schedule is at the bottom of the dif- 
ferences between the state and the carriers, or has 
had any influence in bringing about the present ap- 
parently anomalous position of the state, what con- 
cessions is the State Commission prepared to make 
for the sake of clearing the site for a new rate struc- 
ture which shall be consistent from the ground up? 
Something like this has been referred to as an ulti- 
mate necessity in other cases which have had to deal 
with rates between the rivers. Surely, Iowa could 
afford to sink its pride as a commonwealth for a 
little while if this were all that were necessary as 
the opening step to better conditions. Neither 
Iowa nor the carriers that serve it can afford to have 
this triangle between the rivers a “no man’s land’ 
even so far as a single industry is concerned. Nor 
can lowa expect the carriers to forget previous ill- 
treatment—-even after twenty years—unless_ she 
makes concessions or, at least, assumes an apolo- 
getic attitude. 


Suspends Coal Rate Advance 





The Commission has further suspended from Aug. 12, 
1912, until Feb. 12, 1913, Supplement 2 to Atchison, To 
peka & Santa Fe Railway Tariff, I. C. C. 5973. 

This tariff was originally suspended from April 14, 
1912, until Aug. 12, 1912, but the Commission has not 
been able to complete its investigation within the original 
period of suspension. The tariff which has been sus- 
pended contains advances in rates for the transportation 
of coal from the Walsenberg district, in Colorado, to 
stations in Kansas, Oklahoma and Texas. 
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LEADERS IN TRAFFIC 


With the view of assisting traffic officials In becomin 
better acquainted with each other, it is the intention o 
THE TRAFFIC WORLD to publish from time to time 
portraits and brief biographical sketches of prominent 
traffic men—traffic managers of industrial concerns, rail- 
way officials, commerce attorneys and officers of trans- 
portation organizations. Since, also, many of those hold- 
ing the most respOnsible positions in this field have by 
thelr own efforts and ability risen from very humble 
beginnings, the result as shown in the sketches should 
serve as encouragement for many who are only just now 
entering upon the edges of the field. 





GERRIT FORT 


Fort 
Rapids, la., and 


Gerrit was born 


entered 


November 12, 1865, at Cedar 
railway service in 1884. To 
1887, he was clerk to superintendent, Burlington, 
Cedar Rapids & Northern, at Cedar Rapids, la.; Jan. 1, 


Jan. 2 





GERRIT FORT 


Passenger Traffic Manager, Union Pacific and 
Oregon Short Line. 


1887, to September, 1889, clerk to auditor Wabash Railroad 
at Chicago, under the receivership; September, 1889, to 
September, 1891, assistant rate clerk, general passenger 
department, New York Central, at New York; Sept. 1, 
1891, to Jan. 1, 1897, chief clerk same department; Jan. 1, 
1897, to September, 1900, secretary, Central Passenger As- 
sociation, Chicago; September, 1900, to June 1, 1907, assist- 
ant general passenger agent, Union Vacific; June 1, 1907, 
to February, 1910, assistant to vice-president, New York 
Central Lines, New York; February, 1910, to July 1, 1910, 
general passenger agent, New York Central Lines east of 
Buffalo; July 1, 1910, to date, passenger traffic manager, 
Union Pacific and Oregon Short Line, at Omaha. 
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THE COMMERCE COURT FIGHT 





If it were not so serious a mat- 
ter this fight between the Interstate 
Commerce Commission and the ag- 
grieved shippers and tap lines for an 
extension of the jurisdiction of the 
Commerce Court, so as to give the 
shippers a standing in court on neg- 
ative or dismissing orders of the 
Commission would be amusing. Both 
sides are much in earnest. Men who 
believe the Commission is practically 
infallible take the position that to pass either the Brous- 
sard, the Saunders or Borland bills would be equivalent 
to wiping out the Commission through the creation of a 
superior regulating body. 

One of the questions asked at the hearings that are 
going on before the House committee on 
foreign commerce was as 


interstate and 
to whether the courts would 
not be clogged with appeals for review of complaints the 
Commission had refused to entertain or had dismissed. 
It was put to John B. Daish when he was before the com- 
mittee. He pointed out that of the multitude of orders 
against the carriers, not more than 10 per cent, and prob- 
ably not more than 5 per cent, are taken to the courts. 
Inasmuch ag a majority of the orders of the Commission 
are against the carriers, he suggested that the applications 
on behalf of dissatisfied complainants could 


hardly do 
much clogging. 


During the week the fact was pointed out that the 
Commission did not challenge the jurisdiction of the Com- 
merce Court to review negative orders, in the first in- 
stance. Blackburn Esterline, the assistant to the attorney- 
general in cases before the Commerce Court, raised the 
question of jurisdiction before the Commerce Court. For 
that he evoked a growl from George H. Warrington, at- 
torney for Procter & Gamble, in the first case brought be- 
fore the Commerce Court to test the validity of an order 
made by the Commission in favor of a carrier, 

In Chief Justice White’s opinion in the Procter & 
Gamble case there is a line indicating that the justice 
thought that the Commission had raised the jurisdictional 
question in the lower court but abandoned it in the higher. 
The fact is that Esterline, for the United States, made 
the challenge and persisted in it when the Commission 
was answering or demurring or making motions to dismiss 
on the merits, 

When he appeared before the committee on Tuesday 
to explain the correspondence he had had with Messrs. 
Pierce and Wood, Commissioner Harlan said there ought 
to be some way for getting such law questions into the 
courts, but he was not prepared to tell the committee 
wherein there should be any change in the Act to regu- 
late commerce by means of which such a settlement of 
the disputes could be attained. C. A. Drayton was put 
before the committee to tell that body of the manner in 
which he had got one law question before the courts at 
the instance of a complaining shipper. He referred to 
the Alaska case, in which the courts allowed him a man- 
damus commanding the Commission to take jurisdiction 
in the Humboldt case. He pointed out, however, that that 
was an exceptional case and one the like of which was 
not liable to occur again in a good many years, if ever. 

There have been several 


displays of feeling on the 


a 


Sergiy » 
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part of those who have been in the contention before 
the committee. On one occasion Attorney Walter arose 
to remark about the untruthful statement published in a 
Washington newspaper and repeated in the Chicago Trib- 
une to the effect that Walter had used a letter written 
by Chairman Prouty about one bill to bolster up the 
Broussard measure. His languaage was a plain intima- 
tion that the report was inspired by somebody in the 
Commission. He said the statement is false. Judge 
Clements hastened to say he had had nothing to do with 
the publication. Secretary Marble admitted that he had 
talked to newspaper men, and the incident was closed 
there, because everybody in the room knew that the pub- 
lished assertion was untrue, Chairman Prouty having ap- 
proved the principle of providing for appeals by shipppers, 
but saying he thought the Broussard bill went too far. 


The tap-line people have appointed a committee com- 
posed of J. A. Sergeant, R. S. Davis and Luther M, Walter 
to conduct the fight in their behalf. The former said, by 
way of illuminating his remark about the property of 
the tap lines not having had a day in court, that on one 
of the roads his people are interested in the Commission 
had allowed a division of 1 and 2 cents on proprietary 
lumber. The trunk lines have made that the basis for 
divisions on lumber not owned by the lumber interests 
that own the tap lines. 


At the Tuesday hearing Walter flatly denied the ac- 
curacy of the assertion that the Commission does not 
consent to have a criminal matter tested on the civil side. 
He cited a number of cases, notably the Peavey elevator 
case, in which the Commission viewed the aliowance as 
in the nature of a rebate, yet made a positive order that 
enabled Peavey to go into court and win a final decision 
in the Supreme Court setting aside the order of the Com- 
mission in an opinion on which not all those in interest 
can yet agree as to its meaning. 


In the committee Chairman Adamson, Representatives 
Sims and Stevens are fighting against a favorable report 
on any jurisdiction extending the measure, but the tap-line 
people expect the committee to report a bill which will 
enable them and others who brought cases in the Com- 
merce Court to get their causes reinstated in a judicial 
tribunal and have them fought out. 

The question is more or less complicated by the de- 
sire of members of the committee to abolish the Com- 
merce Court and the impeachment of Judge Archbald. 
The primary reason for the institution of the court—to 
the end that there may be uniformity and expedition in 
the trial of the cases that are taken up from the Com- 
mission—has been overlooked. 

The filing of five or six pipe-line cases, which, under 
the old system, would have been brought in different 
district courts, may, and then again may not, direct 
attention to the confusion that would be possible under 
the old system it is proposed to restore. By this time, 
without doubt, were the old system in effect, the order 
would be suspended in some districts, while in another 
the court would be holding on to the petition to suit its 
own convenience and would then come along with a de- 
nial of the application for an injunction, thus giving the 
uncertainty the pipe-line people are supposed to desire, 
because they do not want to obey the order requiring them 
to file tariffs, rules and regulations for carrying on the 
work of common carriers, which they say they are not. 

A. EB. H. 
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DECISIONS OF COMMISSION 


Interstate Commerce Commission Hands Down 
Rulings on Contested Cases 


—_—_— 


Transit Regulations Reasonable 
OPINION NO. 1984 
NO. 3840. (24 I. C. C. REP., P. 609.) MEMPHIS GRAIN 
& HAY ASSOCIATION ET AL. VS. ST. LOUIS & 
SAN FRANCISCO RAILROAD CO, ET AL. 
NO. 3841. SAME VS. ILLINOIS CENTRAL RAILROAD 
CO. ET AL. 


Submitted Jan. 20, 1912. Decided June 4, 1912. 


1. The general transit rules and regulations of the defendants 
not shown to be arbitrary and unreasonable as alleged 
by the grain dealers of Memphis. The disadvantages 
under which Memphis labors found to result largely from 
the loose.rules and practices in force at other and com- 
peting grain markets. 

2. The defendants required to give Memphis the benefit of re- 
shipping rates such as are in effect from St. Louis and 
other competing markets reached by the defendants. 

3. A mixed feed containing nontransit commodities in excess of 
20 per cent of its total weight is not properly to be re- 
garded as a grain product, but is a new commodity which 
is entitled to move from the transit point only on the 
specific rates in effect from that point. 

Cc. L. Marsilliot and C. B. Stafford for complainants. 
G. E. Patteson, J. B. Magee, W. L. Duncan, Isaac T. 
Rhea, J. C. Lineoln* and L. B. Johnson for grain interests 


at Memphis, Cairo, Nashville, St. Louis and elsewhere. 


Merrel P. Callaway, Fred H. Wood, R. Walton Moore, 
Charles N. Burch, W. A. Colston, Charles Barham and 
R. L. MeKellar for Illinois Central Railroad Co.; the 
Yazoo & Mississippi Valley Railroad Co.; the St. Louis 
& San Francisco Railroad Co.; Chicago & Eastern Illinois 
Railroad Co.; Louisville & Nashville Railroad Co.; Nash- 
ville, Chattanooga & St. Louis Railway Co., and Southern 
Railway Co. 


Report of the Commission. 
HARLAN, Commissioner: 

The individual members of the Memphis Grain & Hay 
Association who are joined herein as complainants draw 
their grain principally from west of the Mississippi River 
and market it and their grain products chiefly in the 
Mississippi Valley, southeastern rate territory, and in the 
Carolinas. So far as its rate features are concerned, the 
complaint relates only to destinations in the Mississippi 
Valley; but the transit rules and the conditions affecting 
the mixed-feed traffic to southeastern rate territory and 
the Carolinas are also involved. 


On Feb. 1, 1911, the principal defendants, the St. 
Louis & San Francisco and the Illinois Central Railroad 
companies, being the lines over which apparently most 
of the grain moves into Memphis, published a new tariff 
of rules and regulations, under which the privilege of 
transit at Memphis was thereafter to be governed. Similar 
rules were concurrently established at Cairo, Evansville, 
Paducah and Henderson, on the Ohio River. The avowed 
purpose of the new regulations was to carry into effect 
the rulings of the Commission respecting transit and to 
enable the defendants properly to police the practice. 
The shipping interests at Memphis immediately petitioned 
the Commission to exercise the power, conferred on it 
by the amendment of June 18, 1910, of suspending the 
effectiveness of the tariff promulgating the new transit 
rules. This the Commission declined to do. Two com- 
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plaints of identical substance were thereupon filed, at- 
tacking the new transit regulations, one being directed 
against the Frisco and its connections and the other 
against the Illinois Central and connecting lines. The 
allegation is that the rules are unreasonable and place 
an undue burden and expense on the shippers; it is alsu 
alleged that if they are strictly enforced according to 
their letter, the privilege of transit will be destroyed. 
It is charged, and this is the principal ground of com- 
plaint, that the rules result in an undue discrimination 
against Memphis in favor of other markets or gateways, 
notably Chicago, St. Louis, Omaha and Kansas City, where 
practices and regulations are less stringent in 
their terms and there is greater liberality in their en- 
forcement, 


transit 


We must therefore consider the legality and reason- 
ableness of the transit regulations and practices at Mem- 
phis, and also whether there is any discrimination against 
that market resulting from the difference in 
under which the transit privilege 
other points. 


the provi- 
sions is granted at 


The Transit Rules. 


There are five provisions in the regulations of the 
defendants at Memphis against which the 
more particularly directed. 

(a) Rule 7-b of the Illinois Central requires a daily 
report by millers and reshippers of grain to the resident 
inspector on a form prescribed by the inspection bureau 
of the carriers. Without describing these reports in de- 
tail, it will suffice to say that shippers are required to 
state minutely, with a certificate of the correctness of 
the report, the particulars of the business done in each 
kind of grain on the day of the report. A separate report 
is made for each grain, one for wheat and its products, 
another for corn and its products, etc., so taat shippers 
who deal in various grains have to make in some cases 
as Many as eight or nine reports each day. 


complaint is 


It is urged that the rule imposes an unnecessary and 
unreasonable burden on the shippers, and that much 
information required on the reports appears on 
the records of the carriers themselves. It is further as- 
serted that the reports are of no real use to the carriers 
in the policing of transit, because it is physically impos- 
sible for an inspector to make any effective check of them. 


of the 


On the other hand, the carriers claim, and with much 
force, that it is useful in more ways than one to have 
Written reports from the shippers themselves, showing 
the receipts of grain from various sources, and the dis- 
position made of the grain or its products. One thi 
further that should be mentioned in connection with this 
rule is the requirement that the miller or grain shipper 
Shall estimate and report daily his loss by shrinkage or 
otherwise. This it is, of course, difficult to do with entire 
accuracy, 

(b) Rule 7-c provides for the verification at frequent 
intervals of the transit records kept by the shippers, and 
further provides, as a penalty for violation of the rules, 
that the entire transit billing on any given character of 
grain, as, for example, hard wheat, shall be canceled and 
the right to transit thereon forfeited in case the shipper 
is found to have on hand inbound billing in- excess of 
5 per cent over the quantity of grain actually on hand, a 
Variation of 5 per cent between the records and the stock 
of grain being prima facie evidence of a violation of the 
rules. A similar rule, providing the same penalty, is in 
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effect at the Ohio River crossings, but not at other mar- 
kets or gateways. It is said, therefore, to result in a 
discrimination against the complainants, and they ask 
that the penalty be abolished. It is asserted that in 
spite of all the reasonable care and precaution a shipper 
may exercise in an honest attempt to comply with the 
rule, errors may readily occur whereby the shipper will 
forfeit a valuable transit right on a substantial quantity 
of grain actually on hand and which has actually moved 
in under the transit privilege. In other words, the com- 
plaint is that the rule is not a practical regulation; that 
it cannot fairly be enforced in accordance with its letter, 
and that it punishes alike the honest shipper who may 
make an unintentional error and the dishonest shipper 
who is manipulating his accounts. 

(c) Rule 34 provides that when grain is subjected 
to any process, as, for example, clipping, resulting in the 
loss of weight, only the weight remaining shall be en- 
titled to reshipping privileges; that a deduction shall be 
made on each expense bill for the loss in weight as thé 
result of such process, and that a certificate of said loss 
shall be given by the shipper with each 
surrendered. 

The objection urged against this rule is that it re- 
quires the shipper to estimate his loss on each carload 
that is subjected to any such process. This cannot be an 
accurate estimate and is necessarily little more than a 
guess, loss varies on different carloads of 
the same character of grain coming from different sources 
and mingled in the warehouse. The suggestion is made 
that the loss resulting from such process can be ascertained 
periodically with reasonable accuracy, and when so ascer- 
tained expense bills may be canceled accordingly. Our 
understanding is that the practice at Chicago is to cancel 
at the end of each month billing representing the invis- 
ible loss during the month, determined as accurately as 
possible without weighing. 


expense bill 


because the 


(d) Another rule that is strongly attacked prescribes 
the ratio of the principal product of the grain and the 
by-products or offal that may be shipped outbound. That 
is to say, under the present rules at Memphis and the 
Ohio River, the precise proportions are fixed for each 
of the products of a particular grain shipped out at the 
balance of the through rates, whereas at the other milling 
points the rules at best go no further than to fix the 
total proportion of products that may be shipped outbound. 
In other words, the Memphis miller may ship out flour 
not exceeding 69 per cent of the weight of his inbound 
wheat, and not more than 29% per cent offal, a total of 
98% per cent; the rules at other points simply provide 
that the aggregate amount of flour and offal shall not 
exceed, say, 98% per cent of the quantity of wheat moving 
in, and do not fix the proportion between the principal 
product and the by-products. The Memphis rule is com- 
plained of as arbitrary, and as therefore subjecting the 
millers to a loss of transit tonnage. 


While it may be true that the operation of the rule 
at Memphis is fairly consistent with average results, we 
find that its application there, while a different rule is 
maintained by the defendants elsewhere, subjects Mem- 
phis to an undue discrimination. 

(e) The life of expense bills for transit purposes is 
limited at Memphis, and at Cairo and other Ohio River 
crossings, to six months. Other markets are allowed the 
privilege of shipping out grain or the products of grain 
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within nine months or twelve months, after the inbound 
grain movements. The result is a discrimination which the 
complainants regard as unjust, and for which the de- 
fendants do not assert any justification. We understand 
in fact that they admit the impropriety of restricting the 
transit privilege at Memphis to a period of six months, 
while at the same time extending it at competing mar- 
kets for a longer period, and we shall look to the 
defendants to correct this discrimination promptly. 


The Transit Investigation. 

The practices of carriers throughout the country with 
respect to various transit privileges on grain and its 
products as well as other commodities have been under 
examination by the Commission in an extended and com- 
prehensive way. The record made on that investigation, 
as described in our report therein, In Re Substitution of 
Tonnage, 24 I. C. C., 340, verifies the conclusion to be 
gained from the record in these cases, namely, that the 
rules in effect at Memphis are reasonably strict and the 
practices under them free from serious objection under 
the law. At Chicago, St. Louis and other markets, on the 
other hand, the rules are not so definite and complete, nor 
are they so strictly enforced as at Memphis. It results 
that Memphis is under a disadvantage as compared to 
grain dealers elsewhere. Our conclusion, however, is that 
the rules at Memphis complained of herein are not unrea- 
sonable and do not impose an undue burden upon shippers 
or result in unreasonable transportation charges. On the 
contrary the carriers have there adopted reasonable safe- 
guards that enable them fairly to protect the integrity of 
their rates and prevent unlawful results to shippers. The 
disadvantage under which Memphis labors is largely the 
result of the liberality of practice at other points rather 
than of any undue severity of conditions at Memphis; 
and the carriers, in conformity with the conclusions 
announced in the report in our general investigation, will 
doubtless amend their practices elsewhere and thus 
remove all reasonable cause for complaint at Memphis. 

The Rates, 

The trouble with the rate adjustment on grain and 
grain products so far as Memphis is concerned is confined 
to destinations in the Mississippi Valley, and to state the 
matter in a word, arises out of the refusal of the Illinois 
Central and the Frisco to open their lines to grain brought 
into Memphis by their competitors. In other words, Mem- 
phis, at points on or reached over the Illinois Central in 
the Mississippi Valley, is able to deliver on a parity with 
competing markets grain that has moved into Memphis 
over the Illinois Central; but it is unable to do this with 
grain that has moved into Memphis over the Iron Moun- 
tain or Frisco. On the other hand, grain moving into 
Memphis over the Illinois Central can not be sold by the 
Memphis dealer at a station on the Frisco or Southern 
Railway, for example, in the state of Mississippi. Mem- 
phis is under no such disability in the marketing of grain 
and grain products in southeastern rate territory, where it 
is on a parity with or has an advantage over competing 
markets, The Mississippi Valley geographically ought to 
be regarded as territory tributary to Memphis, rather 
than to St. Louis, Kansas City, or other markets, and it 
is not clear what justification there can be for putting 
Memphis under a rate disadvantage in that territory. To 
remedy the situation so far as the marketing of the grain 


itself is concerned the complainants make the following 
demands: 
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(a) A reduction from 7 cents per 100 pounds to 6 
cents per 100 pounds in the rate on grain from St. Louis 
to Memphis. 

(b) The establishment of reshipping rates from 
Memphis to New Orieans and destinations in the Mis- 
sissippi Valley, such reshipping rates to be uniformly 6 
cents less than the rates in effect from St. Louis. 


It is readily apparent that with the granting of the 
prayer of the complaint in this regard Memphis would be 
placed upon a rate equality with St. Louis in the Mis- 
sissippi Valley. The complainants make much of the fact 
that reshipping rates of the character which they seek 
are now available at Kansas City and St. Louis and have 
received the approval of the Commission. The objection 
of the principal defendants to the proposed adjustment 
is based largely on the fact that it would open their lines 
out of Memphis to grain that had moved into Memphis 
over the lines of their competitors. In other words, their 
desire is to retain their own local markets in the Mis 
sissippi Valley for grain moving through Memphis over 
their own rails. Moreover, the defendants point out that 
the establishment of the proposed reshipping rates would 
cut the present through rates from a large number of 
originating points in fields reached by various grain- 
carrying lines serving Memphis; that the result would be 
a serious disturbance of the delicate adjustment involving 
rates that are low and in some cases extremely low; and 
that the establishment of reshipping rates would involve 
a radical revision of the divisions accruing to the various 
lines under the present rates. 


It may be well to state that our understanding is that 
to destinations in southeastern territory the rates out of 
Memphis are generally adjusted on a level of 6 cents 
under the rates obtaining to the same destinations from St. 
Louis. That is to say, the rates on grain to the southeast 
break on Memphis, the rates east of that point being 6 
cents less than from St. Louis. The complainants have 
proposed, after elaborate study, an adjustment of propor- 
tional or reshipping rates that will accomplish what is 
desired by the Memphis grain dealers, and ask that it be 
ordered inte effect. This adjustment, as heretofore 
stated, involves a reduction of the proportional rate from 
St. Louis to Memphis from 7 cents to 6 cents per 100 
pounds and the establishment of reshipping rates from 
Memphis to destinations in the Mississippi Vailey uni- 
formly 6 cents less than the present rates from St. Louis. 


As regards the milling interests of Memphis, however, 
the complainants do not wish the abolishment of the tran- 
sit privilege, as is proposed in the case of the rehandling 
of the grain itself, but desire the retention of the privi- 
lege under modified and less burdensome regulations. It 
is not altogether clear why one method should be neces- 
sary to effect proper rate results with respect to their 
movements of grain, and another is advisable with respect 
to movements of grain manufactured into flour or other 
products at Memphis. There are instances in this terri- 
tory where the rates on the product exceed the rates on 
the grain, and this is referred to by counsel for the 
defendants as one explanation for the desire of the com- 
plainants to retain the milling-in-transit privilege. 

As a part of this phase of the case the question is 
presented whether the Illinois Central and the Frisco 
shall be required, by the establishment or revision of joint 
through rates or otherwise, to join with their connections 
in an adjustment of rates on grain and grain products 
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that will short-haul themselves and enable a dealer at 
Memphis to sell in territory tributary to the Illinois Cen- 
tral or the Frisco grain that has moved into Memphis 
over the rails of competing lines. 

In several cases the Commission has pointed out that 
the lines of interstate carriers are public highways, the 
use of which can not be restricted by railroad companies 
in their own interests regardless of the rights of shippers. 
The carrier on the one hand is entitled to reasonable 
compensation and the shipper on the other hand to a rea- 
sonable rate for the service performed. It is beyond the 
lawful right of a carrier to determine what traffic it will 
take into Memphis and what traffic it will take out of 
Memphis. It must perform either service at the request 
of the shipper and for a reasonable charge. Cardiff Coal 
Co. vs. C., M. & St. P. Ry. Co’, 13 I. C. C., 460, 466; Cham- 
ber of Commerce of Milwaukee vs. C., R. I. & P. Ry. Co., 
15 I. C. C., 460, 464. We recognize the right of the Illinois 
Central so to adjust its rates as to preserve to its own 
line the long haul on traffic from the originating territory 
reached by its rails, but only so far as this may be done 
without trespassing upon the rights of shippers. The ten- 
dency however of the tariff restrictions of that company 
in force at Memphis is to exclude from points of con- 
sumption on its lines in the Mississippi Valley grain that 
has originated in certain territory, while grain originating 
in certain other territory on which it has a longer haul 
may reach such points through Memphis. The products 
of grain are affected by the same restrictions; and the 
tariffs of the Frisco are so adjusted as to produce sub- 
stantially similar results. The record shows that grain 
from certain originating territory, instead of taking avail- 
able direct routes through Memphis to points on the Illi- 
nois Central and Frisco in the Mississippi Valley, actually 
is moved over circuitous out-of-line routes to St. Louis 
and other points, and thence to Memphis, in order that 
those lines may get the long haul. 

We think that Memphis is entitled to the benefit of 
reshipping rates and that it is at a disadvantage, as com- 
pared with St. Louis and other markets having reshipping 
rates, so long as it is deprived of the same privilege. 
We shall look to the defendants to propose a revised 
basis of rates to give effect to these conclusions. They 
must be so adjusted as to permit the free movement of 
grain into Memphis from the producing territory referred 
to and thence to destinations on the Illinois Central and 
the Frisco and their connections. 

Mixed Feed, 

The manufacture of mixed feed for poultry and ani- 
mals is an important industry at Memphis, which is vitally 
affected by the new transit rules. Such feeds are com- 
posed not only of transit ingredients, such as the products 
of wheat, corn, etc., that have moved in under transit 
rates, but also of nontransit ingredients, such as salt, 
cottonseed meal, sunflower seed, grit, etc., which are 
commodities that are not ordinarily accorded transit rates, 
even though they move into transit markets by rail. Some 
mixed feeds contain as much as 50 per cent and more of 
nhontransit articles. Others have only a small percentage 
of such ingredients. Under the previous practice at Mem- 
phis the inclusion of salt, sunflower seed, and other such 
ingredients was ignored and the feed was treated as if 
made up wholly of the products of inbound grains; it was 
given on the whole outbound weight the benefit of the 
balance of the through rates, such transit being allowed 
upon the surrender of inbound billing for the same weight 
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of wheat, corn, etc. Under the rules in force at the time 
of the hearing mixed feeds containing such nontransit 
ingredients were denied the benefit of transit rates, even 
en the weight or supposed proportion of transit ingre- 
dients that they contain. On such shipments the flat 
local rate from Memphis to destination was assessed. 

The manufacturers of mixed feed at Memphis com- 
plain that these transit rules of the defendants discriminate 
in favor of their competitors at other points, who under 
conditions that are generally similar are allowed transit 
rates or the equivalent of transit rates on their outbound 
shipments. The general situation may be illustrated by 
describing the conditions existing at St. Louis. There is 
available to the manufacturer there a line of so-called 
reshipping rates which are substantially lower than the 
local rates and which are applicable upon a mere certifi- 
cate that the mixed feed is manufactured from materials 
that have come from beyond. This gives to St. Louis a 
substantial advantage in entering the markets for feed in 
the Mississippi Valley. The defendants recognize this, 
and on the argument we were advised that it was their 
purpose, and this has since been done, to put in effect at 
Memphis a rule permitting the transit portion of shipments 
of mixed feed to be billed out at the balance of the 
through rates and the nontransit portion at the local less- 
than-carload rates. That is the rule now in force at Cedar 
Rapids and which has been in force there for some time. 
It materially helps the situation, but still leaves the Mem- 
phis manufacturer at a disadvantage in those markets 
when compared with his competitors at St. Louis, 


Although the new rule at Memphis is substantially 
the same as the rule at Cedar Rapids, Memphis appar- 
ently is at a disadvantage compared with that point 
because the transit rules heretofore described are more 
strict and are more closely enforced at Memphis than 
are the regulations at Cedar Rapids. The lack of strict 
policing at Cedar Rapids gives an opportunity for manipu- 
lation at that point that does not exist at Memphis. To 
relieve Memphis of these disadvantages the complainants 
desire the establishment of flat or proportional rates from 
Memphis applicable on their mixed feeds to destinations 
in the Mississippi Valley and southeastern territory. In 
other words, what Memphis asks is reshipping rates on 


mixed feed similar to the rates enjoyed by its competitors 
at St. Louis. 


We see no reason why manufacturers of mixed feeds 
at that point should not enjoy the same privileges under 
similar rate adjustments as their competitors at St. Louis, 
and we shall expect the defendants promptly to establish 
reshipping rates or otherwise so to adjust their tariffs 
as to give Memphis an equal opportunity with St. Louis 
to get into the markets in question. 


The practice of carriers in applying transit privileges 
to mixed feeds without any limitation as to the character 
of the ingredients of the mixture has been carried entirely 
too far and produces unlawful results. There must be an 
immediate readjustment of their tariff rules in that con- 
nection. In our view, and we so hold, any mixed feed that 
contains nontransit commodities in excess of 26 per cent 
of its total weight is not properly to be considered a-grain 
product. It is a new commodity, which is entitled to 
move from the transit point only on the specific rates 
from that point. 


No order will be entered to give effect to these econ- 
clusions until that shall appear to be necessary. 
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Must Transport Shipments Offered 


OPINION NO. 1985. 

NO. 4171. (24 I. C. C. REP., P. 618.) COLORADO COAL 

TRAFFIC ASSOCIATION VS. COLORADO & 
SOUTHERN RAILWAY CO. 

Submitted March 6, 1912. Decided June 3, 1912. 


Complainant alleges that defendant’s refusal to transport coal 
for shipment to interstate points when loaded and tendered 
in defendant’s own cars subjects the producers to dis- 
crimination and undue prejudice. Missouri & Illinois Coal 
Co. v. I. Cc. R. R. Co., 22 I. C. C., 39, cited and followed. 

C, W. Durbin and Albert L. Vogl for complainant. 


J. M. Cates and E. E. Whitted for defendant. 
Report of the Commission. 
BY THE COMMISSION: 

The Colorado Coal Traffic Association of Denver, 
Colo., a voluntary association of corporations and in- 
dividuals, brings this proceeding on behalf of certain of 
its members engaged in mining and shipping coal from 
mines in the southern portion of Colorado. 

On or about Oct. 20, 1910, the defendant issued and 
distributed a circular among the coal producers in this 
territory, the provisions of which, so far as the same are 
involved in this case, are as follows: 


Car Service Circular No. 7 (superseding Circular No. 6, dated 
July 1, 1910). 


Denver, Colo., Oct. 20, 1910. 
To all concerned: 


Effective this date the following general instructions will 
be observed in handling system equipment and refrigerator 
ears. These may be superseded at any time by special instruc- 
tions from this office. * * * Coal cars must not be loaded 
off the line except to points on the C. & W. at Minnequa, 
cc =o... 2h, ane Fv. Ww. & B.C. 

This circular was not filed with the Commission. 

The complainant contends that this rule subjects the 
shippers of coal to undue prejudice and unjust discrimi- 
nation, and that such a regulation is unreasonable. The 
complaint specifies cars which, theugh loaded and con- 
signed to interstate points beyond the territory prescribed 
in the said circular, were refused billing and transporta- 
tion by the defendant. It was averred that such refusal 
resulted in loss to the shippers; and further, that the 
defendant did not adhere strictly to its said circular, 
but allowed shippers from some of the mines to use its 
cars for traffic to points off its line. Complainant asks 
that the defendant be required to execute bills of lading 
and, when requested, to transport cars of coal to all 
points to which it has established through routes and 
joint rates, 

Defendant contended that, under the law, it is fully 
authorized, when the circumstances warrant it, to en- 
force reasonably restrictive rules in order that it may 
control its equipment and allot the same to shippers 
after a plan that will best subserve the public interest; 
and it further contended that the measures adopted pro- 
vided the shippers with more equipment than they would 
have had if no such restrictions had been placed upon 
the movement of the system cars. 


During a period of car shortage in the fall of 1910, the 
defendant, in accordance with its custom under such 
circumstances, mailed notices to the producers of coal, 
the substance and effect of which were embodied in the cir- 
cular above referred to. As a result of this, some of the 
cars that were loaded but not billed by the shippers in ac- 
cordance with the rule prescribed in said circular were 
refused transportation, whereupon the destinations of 
the shipments were changed and the same were, after 
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some delay, forwarded to other consignees. With respect 
to the provision of the rule that its requirements’ might 
be waived under special circumstances, the testimony 
shows that this feature of the circular was frequently 
relaxed in favor of the complaining shippers as well as 
others. 

While it was conceded that no particular discrimi- 


-nation existed with respect to the distribution of de- 


fendant’s cars, this case presents facts substantially 
similar to those which-were conidered in the case of 
Missouri & Illinois Coal Co, vs. I. C. R. R. Co., 22 I. C. C., 
39. The principles announced therein apply with equal 
force to the case now before us and control the disposi- 
tion thereof. The Commission will make no order in 
this case at this time, relying upon the carriers to make 
such regulations for car interchange and for the main- 
tenance of the through routes involved as may be required 
by law. 


Rate Not Unreasonable 

OPINION NO, 1988 
ASBURY SMITH 

ILLINOIS CENTRAL RAILROAD 


NO. 4380. (24 I. C. C. REP., P. 624.) 
LOGSDON VS. 


CO. ET AL. 
Submitted Jan. 12, 1912. Decided June 3, 1912. 
Rate of $4.854 per ton on coal from Marissa, Ill, to Fort 
Worth, Texas, when loaded in open cars, not shown to be 
unreasonable. Complaint dismissed. 


Lindsley M. Brown for complainant. 

D, Upthegrove and Roy F. Britton for St. Louis 
Southwestern Railway. 

A. P. Humburg for Illinois Central Railroad Co. 


Report of the Commission. 
BY THE COMMISSION: 

Complainant alleges in his petition, filed Sept. 2, 1911, 
that he is a dealer in coal at Fort Worth, Tex., and that 
on the 12th day of September, 1910, a carload of coal 
weighing 106,900 pounds was shipped from Marissa, IIl., 
consigned to him at Fort Worth, for the transportation of 
which the defendants collected charges in the sum of 
$259.44, based upon a rate of $4.854 per ton, which is al- 
leged to have been unreasonable to the extent it exceeded 
a rate of $3.15 per ton. Reparation is asked. 

At the time of the movement there was a joint 
through rate in effect via route the shipment moved of 
$3.15 per ton from said point of origin to destination 
when the coal was loaded in stock or box cars, the pur- 
pose being to induce the movement of this sort of cars 
southward that they might be loaded for the return trip 
with finished lumber or other freight requiring cars of 
this character. The tariffs of the defendants had the 
effect of specifically providing that the combination rate 
of 60.4 cents per ton from point of origin to Gale (or 
Thebes), Ill., and $4.25 per ton from this junction point 
to destination, should apply when the coal was loaded 
in open cars, 

The shipment originated on the line of defendant, 
the Illinois Central Railroad Co., was loaded in an open 
car, and was transported by this carrier to Thebes (or 
Gale), and there delivered to its connection, the St. 
Louis Southwestern Railway Co., for carriage to destina- 
tion. No bill of lading was filed in the record, nor was 
there any testimony showing what routing instructions, 
if any, were given. The rate of $3.15 to Fort Worth via 
the Iron Mountain applies only from mines in Illinois 
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located upon its lines. One of the contentions of the 
complainant is that had the car been tendered to the 
Iron Mountain at Thebes (or Gele) the through rate of 
$3.15 would have been applied, but this is not true. The 
$3.15 rate applied to shipments in box or stock cars. There 
was not and there is not now a through rate of $3.15 via 
any route from point of origin to destination when ship- 
ments are made in open cars, 

The shipment took the rate provided in the tariff 
via the route of movement for coal loaded in an open 
car; the charges based thereon were not shown to be 
unreasonable. The complaint must be dismissed, and an 
order will be entered accordingly. 





ORDER. 


This case being at issue upon complaint and answers 
on file, and having been duly heard and submitted by the 
parties, and full investigation of the matters and things 
involved having been had, and the Commission having, 
on the date hereof, made and filed a report containing its 
findings of fact and conclusions thereon, which said re- 
port is hereby referred to and made a part hereof: 

It is ordered, That the complaint in this proceeding 
be, and it is hereby, dismissed. 








Prescribes Excelsior Rate 


OPINION NO. 1983 
JOHN W. KEOGH 
BURLINGTON & QUINCY RAIL- 


NO, 4603. (24 I. C. C. REP., P. 606.) 
VS. CHICAGO, 
ROAD CO. 

Submitted March 30, 1912. Decided June 6, 1912. 

Rates for the transportation of excelsior in carloads from St. 
Paul, Minn., to Chicago, Ill, St. Louis, Mo., Kansas City, 
Mo., and Omaha, Neb., found to be unreasonable to the 
extent that they exceed the rates contemporaneously ap- 
plied to the transportation of flax tow in carloads from and 


to said points, and rates for the future prescribed on that 
basis. Reparation awarded. 


Charles D. Drayton for complainant. 
R. B. Scott and Geo. H. Crosby for defendant. 


Report of the Commission. 
bY THE COMMISSION: 

The complainant, doing business as John W. Keogh 
& Co.,.is engaged in the manufacture of excelsior and 
flax tow, with offices at Chicago, Ill., and a plant at St. 
Paul, Minn. By petition, filed Dec. 29, 1911, he alleges 
that unreasonable rates were charged him for the trans- 
portation of excelsior from St. Paul to Chicago; St. Louis, 
Mo.; Kansas City, Mo.; and Omaha, Neb. 
asked, 

The rates in cents per 100 pounds applicable to ex- 
celsior from St. Paul to the points of destination involved 
when petition was filed were Class C rates, carloads, mini- 
mum weight 20,000 pounds, as follows: Chicago, 17; St. 
Louis, 18; Kansas City, 23; Omaha, 22. With the excep- 
tion of the rates to Chicago and Kansas City, which were 
reduced Jan. 1, 1912, to 13.5 cents and 22 cents, respect- 
ively, the above-named rates remain in force. These rates 
are alleged to be unreasonable in so far as they exceed 
the rates applicable to the transportation of flax tow 
from St. Paul to the points named. The rates from St. 
Paul on flax tow are commodity rates, carloads, minimum 
weight 30,000 pounds, as follows: Chicago, 10 cents: St. 
Louis, 12.5 cents; Kansas City, 14 cents; Omaha, 14 cents. 

Excelsior is a packing material consisting of long, 
fine, curled wood shavings, generally cut from poplar, 


Reparation is 
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pine, or basswood, and its principal use is in packing 
although a considerable 
amount of the finest grade is used for upholstering. Flax 
tow of the quality manufactured at St. Paul and other 
points in that territory is chiefly used in upholstering 
furniture. It is the long, fine curled fibers of flax re- 
maining after the straw has been removed. 


The mill price of fine and medium grades of excelsior 
during the past four years has ranged from $10 to $14 per 
ton, and of wood wool, an extra fine grade of excelsior, 
has never been over $22. The value of the cheapest 
grades of upholstering tow during that period has been 
from $15 to $22 per ton at the mill, and the highest grade 
of tow from $30 to $40 per ton. Excelsior and flax tow 
are baled for shipment and handled in transit the same 
as hay, the bales weighing from 85 to 110 pounds each. 
During the season of 1910-1911 on shipments of flax tow 
from complainant’s St. Paul plant, in cars averaging from 
39 feet to 40 feet in length, the loadings were from 27,700 
pounds to 32,700 pounds, and the loadings of excelsior in 
cars of practically the same length were from 27,300 
pounds to 36,800 pounds. The movement of excelsior from 
the mills is almost entirely in carload shipments, made 
to distributing centers, from which points it is shipped 
in less-than-carload quantities to manufacturers and others 
requiring it for packing purposes, while straw, waste p@ 
per, sawdust and other commodities with which excelsior 
competes as packing material are usually shipped com- 
paratively short distances. The volume of traffic in ex- 
celsior, complainant testified, is about ten times that of 
flax tow, and in nearly 30 years’ experience in handling 
flax tow and excelsior he knew of only one case of loss 
or damage to those commodities in transit. Flax tow and 
excelsior, in carloads, are classified as follows: Official 
Classification: Both commodities are placed in fifth class 
with minimum weight 20,000 pounds, subject to rule 27 
Southern Classification: Excelsior, class D, minimum 
20,000 pounds; flax tow, third class, any quantity. West- 
ern Classification: Excelsior, class C, minimum 20,000 
pounds; flax tow, fourth class, minimum 24,000 pounds. 


From a consideration of the evidence before us and 
the various elements affecting the desirability of the two 
commodities as traffic, they are analogous in character 
from a transportation standpoint. No evidence was offered, 
nor was any sufficient reason advanced by the defendant, 
to justify the application of the lower rates on flax tow 
than -the rates contemporaneously applied to the trans- 
portation of excelsior, a less valuable commodity, in which 
the volume of traffic is very materially greater, and one 
requiring practically the same transportation service. 
Upon the record, therefore, we find that the rates charged 
defendant on shipments of excelsior from St. Paul, Minn., 
to Chicago, Ill., St. Louis, Mo., Kansas City, Mo., and 
Omaha, Neb., were unreasonable to the extent that they 
exceeded the rates contemporaneously applied to the 
transportation of flax tow in carloads. 


We further find that complainant has been damaged 
to the extent that he has paid charges at the rates found 
herein to be unreasonable, and reparation is awarded in 
favor of complainant on that basis. No proof as to the 
shipments of excelsior from St. Paul to the points of des- 
tination involved on which complainant seeks reparation 
was offered. A statement setting forth the details as to 
each of said shipments and which the defendant has had 
an opportunity to check should be submitted, with satis- 
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factory proof that the freight charges were paid by com- 
plainant, and upon approval of same by the Commission 
an order of reparation will be entered. 

The defendant will be required for a period of two 
years to establish and maintain for the transportation of 
excelsior in carloads from St. Paul to the points in ques- 
tion rates not in excess of the rates contemporaneously 
applied to the transportation of flax tow in carloads. An 


order will be issued in accordance with the findings herein 
announced. 





ORDER. 

This case being at issue upon complaint and answer 
on file, and having been duly heard and submitted by the 
parties, and full investigation of the matters and things 
involved having been had, and the Commission having, 
on the date hereof, made and filed a report containing 
its findings of fact and conclusions thereon, which said 
report is hereby referred to and made a part hereof: 

It is ordered, That the above-named defendant be, and 
it is hereby notified and required to cease and desist, on 
or before the 15th day of September, 1912, and for a 
period of two years thereafter to abstain, from applying 
to the transportation of excelsior in carloads from St. 
Paul, Minn., to Chicago, Ill., St. Louis, Mo., Kansas City, 
Mo., and Omaha, Neb., any rates in excess of the rates 
contemporaneously applied by it to the transportation of 
flax tow in carloads from St. Paul, Minn., to Chicago, IIl., 
St. Louis, Mo., Kansas City, Mo., and Omaha, Neb. 

It is further ordered That said defendant be, and it 
is hereby, notified and required to establish, on or before 
the 15th day of September, 1912, and for a period of two 
years thereafter to maintain and apply to the transporta- 
tion of excelsior in carloads from St. Paul, Minn., to Chi- 
cago, Ill., St. Louis, Mo., Kansas City, Mo., and Omaha, 
Neb., rates not in excess of the rates contemporaneously 
applied by it to the transportation of flax tow in carloads 
from St. Paul, Minn., to Chicago, Ill., St. Louis, Mo., 
Kansas City, Mo., and Omaha, Neb. 


Misrouting Not Damage Cause 


-_-_—— 


OPINION NO, 1987 

NO. 3249. (24 1. C. C. REP., P. 622.) LATHROP, SHEA, 

HENWOOD CO. VS. LEHIGH VALLEY RAILROAD 
CO. ET AI. 


Submitted Oct. 10, 1910. Decided June 6, 1912. 


While carriers have no right to disregard routing instructions 
contained in bills of lading accepted by them, reparation 
should not be awarded in a case where the misrouting is not 
the cause of damage. Complaint dismissed. 


Charles Conradis for complainant. 
B. H. Boles for defendants. 


Report of the Commission. 
BY THE COMMISSION: 

Complainant is a corporation engaged in general con- 
tracting work, and has its principal place of business at 
Scranton, Pa. By petition, filed April 23, 1910, it alleges 
that certain carload shipments of cement moving from 
Egypt, Pa., to Campbell Hall, N. Y., during April and 
May, 1908, were misrouted by the principal defendant, 
whereby complainant was damaged to the extent of $358.10, 
for which amount reparation is asked. 

The Erie & Jersey Railroad Co., whose stock is owned 
by the Erie Railroad Co., engaged complainant to do some 
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construction work at Campbell Hall, N. Y. Under the 
terms of the contract for the work to be performed, ship- 
ments of construction material, consigned to complainant 
at Campbell Hall, were to be prepaid at full local rate to 
Bergen Junction, N. J., a junction of the Erie Railroad. 
Thence to destination they were to be charged at the 
Erie Railroad’s local rates, but the Erie & Jersey Railroad 
was to ultimately assume all freight charges paid by 
complainant in excess of 3 mills per ton per mile, or 
approximately 19 cents per ton for the transportation over 
the line of the Erie Railroad. It was further provided 
that on shipments from connecting lines delivered to the 
Erie Railroad on through rates, with charges of connect- 
ing lines following as advances, the Erie Railroad’s full 
proportion of such through rate should be paid and as- 
sumed by complainant. 


The shipments were delivered to the Lehigh Valley 
Railroad with specific instructions to route via that line 
and its connections to Bergen Junction, and thence via 
the Erie Railroad to destination. However, the Lehigh 
Valley road did not follow those instructions, but for- 
warded the shipments to destination via Easton, Pa., Grey- 
court, N. Y., and the Erie Railroad, on a joint through 
rate of $1.75 per ton. The local rate from Egypt to Bergen 
Junction was 80 cents per ton, and had the shipments 
moved as routed by shipper, and been prepaid to Bergen 
Junction, the ultimate transportation cost to complainant 
would have been approximately 99 cents per ton. Com- 
plainant therefore claims damages to the extent of the 
difference between the amount it did pay at the $1.75 
through rate and the amount it would have paid had the 
shipments been handled as directed and as contemplated 
by the contract. 


At the hearing, the movement of the cement between 
the points named, the main facts with regard to this al- 
leged misrouting, and the charges actually paid, were 
conceded. The testimony as to what preceded the mis- 
routing, however, is conflicting. Two cars appear to have 
been forwarded with specific routing on the bills of lading 
unchanged by the carrier. With respect to all the other 
cars the bills of lading show that the specific routing 
named therein was canceled by the carrier. The testi- 
mony in regard to the manner of this cancelation is un- 
satisfactory, and there is nothing to show conclusively 
whether or not the shipper acquiesced in such cancelation 
of its routing instructions. On behalf of defendants it 
is claimed that complainant was communicated with by 
telephone and the routing instructions changed. However, 
the receipt of the telephone communications with regard 
to these shipments, and the giving of authority to change 
the routing is denied by complainant. 


Upon the record it is difficult to determine whether 
or not the Lehigh Valley Railroad is chargeable with the 
misrouting, but even assuming that the carrier was en- 
tirely at fault it must be remembered that the contract 
provided for the assumption of charges in excess of 3 
mills per ton per mile only in case shipments were pre- 
paid to Bergen Junction and no advance charges followed 
from connections. As a matter of fact these shipments 
were not prepaid, so that even if the shipments had been 
forwarded in accordance with shipper’s routing instruc- 
tions, under the terms of the contract the Erie & Jersey 
Railroad could not have been compelled to assume any 
part of the charges, and there is no evidence to the effect 
that the requirement as to prepayment would have been 
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waived by the Erie & Jersey Railroad. Carriers are bound 
to route shipments delivered to them as directed by the 
shipper, and are liable for damages due to their failure 
to follow the instructions, but in this case complainant 
failed to abide by the terms of its contract and prepay 
the shipments to the junction of the Erie Railroad. The 
local rate from Bergen Junction to Campbell Hall was 
$1.25 per ton; therefore if the shipments had moved as 
routed the rate from point of shipment to destination 
would have been $2.05 per ton, or 30 cents higher than 
was charged via the route over which they did move. 

Upon consideration of the whole record we are of 
the opinion that complainant was not damaged by any 
action of defendants, and it follows that the complaint 
must be dismissed. 


Cheese Rate Reasonable 


OPINION NO. 1986 
NO. 1971. (24 I. C. C. REP., P. 620.) H. LESINSKY CO. 
VS. ATCHISON, TOPEKA & SANTA FE RAILWAY 
CO. ET AL. 
Submitted May 8, 1909. Decided June 8, 1912. 


Rate of $1.46 per 100 pounds on cheese in carloads from Ply- 
mouth, Wis., to El Paso, Tex., not found to have been un- 
reasonable. Complaint dismissed. 


Rufus B. Daniel for complainant. 
A. A. Hurd for Atchison, Topeka & Santa Fe Railway 


Report of the Commission. 

BY THE COMMISSION: 
Complainant is a wholesale grocery dealer in El Paso, 

Its petition, filed Dec. 30, 1908, alleges in substance: 
(1) That it was charged an unreasonable rate for the 
transportation of a carload of cheese shipped on or about 
July 26, 1907, from Plymouth, Wis., to El Paso, Tex.; (2) 
that the rates on cheese from the Fox River territory in 
Wisconsin to points west of El Paso are such as to pre- 
clude the shipping of cheese to El Paso in carload lots 
and reshipping it to points west in less-than-carload lots, 
and (3) that defendants’ rate on cheese from Plymouth to 
El Paso is in violation of section 4 of the act, because it 
is higher than the rate from Plymouth through El Paso 
to Ciudad Juarez, Mexico. Reparation is asked. 

The. rate charged upon the shipment mentioned in 
the complaint was $1.46 per 100 pounds. 

The contention that this rate was unreasonable ap- 
pears to be based almost wholly upon the fact that there 
was a lower rate to Ciudad Juarez, a city in Mexico across 
the Rio Grande River from El Paso. The defendants’ 
evidence indicated that their reason for maintaining a 
rate of $1.38 from Plymouth to Ciudad Juarez, as com- 
pared with the rate of $1.46 to El Paso, was due to com- 
petitive conditions. A large quantity of cheese is pro- 
duced in New York state. The testimony showed that 
the rail-and-water rate on cheese from New York, N. Y., 
via Vera Cruz, Mexico, to Ciudad Juarez was 99 cents 
per 100 pounds, and that the existence of this rail-and- 
water rate, over which neither the defendants nor the 
Commission has any control, forced the publication of a 
lower rate from Plymouth to Ciudad Juarez than to El 
Paso. Upon the facts as stated we find that the condi- 
tions existing with respect to the transportation from 
Plymouth to El Paso and Ciudad Juarez were substantially 
dissimilar, and that the existence of a rate to the latter 
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point lower than that to the former was not in violation 
of section 4 of the act as it existed prior to June 18, 1910. 
Since the hearing the rates have been so adjusted that 
there is now no violation of the fourth section. 

A considerable portion of the testimony offered by 
complainant related to the imposition of icing charges 
in connection with the transportation of cheese in 
carload lots. The petition contains no allegation respect- 
ing the icing charges, and therefore it is not a proper 
subject for consideration in this report. 

Respecting the allegation that the cheese rates from 
Wisconsin points to points west of El Paso are unfavorable 
to the dealer at El Paso, the evidence is meager; but a 
comparison of the rate to El Paso with the rates to other 
points of substantially similar distance from the Fox River 
territory shows that the rate to El Paso is less than the 
average rates on cheese for similar distances. There is 
nothing in the record which indicates that the rate at- 
tacked is unreasonable. It follows that the complaint must 
be dismissed, and it will be so ordered. 


— _ . 
Drying Corn in Transit 
THE TRAFFIC SERVICE NEWS BUREAU, 
COLORADO BUILDING, WASHINGTON, D. C. 
The following letter from Commissioner McChord to 
the Joint Rate Inspection Bureau is self-explanatory: 
July 31, 1912. 
Mr. Paul P. Rainer, 
Joint Rate Inspection Bureau, 
Transportation Building, 
Chicago, Ill. 
Dear Sir: 

A number of letters have been received by the Com- 
mission calling attention to the 10 per cent arbitrary 
deduction required in the drying of corn in transit by 
the order entered in the Commission’s opinion in the 
Transit Case, No. 1964. This percentage is derived from 
the record in that case, including other information 
which the Commission’s inquiries developed, which is 
to the effect that the loss of weight in the drying of 
corn ranges as high as 20 per cent, and sometimes higher, 
and in entering its order upon the whole record it was 
considered reasonable to fix the percentage at 10 per 
cent. 

The investigation of the Commission disclosed great 
evils in the drying of corn in transit, and this rule, 
based upon the record, was provided for the purpose of 
meeting such evils. 

While the Transit Case was purposely left open for 
the entering of such supplemental orders as might be 
shown to be necessary, upon the record as made the 
Commission would not be justified in changing its order 
at the present time. 

Particular attention, however, is called to the terms 
of the order, which state that an actual balance shall 
be made not less than four times a year, quarterly. It is 
therefore entirely compatible with the order to make 
this actual balance as often as the tariffs may provide; 
that is, it may be done monthly, weekly or daily, and as 
soon as the balance is made the dryer of corn receives 
full credit for all transit tonnage to which he is entitled. 

Respectfully, 


Cc. C. McChord, 
Commissioner. 
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WHY IS IOWA BLACKLISTED? 


State Commission Files Briefs in Which It Is 
Charged that Carriers Have Blacklisted 
Iowa for Revenge 








The state of Iowa, through its Board of Railway Com- 
missioners, represented by Clifford Thorne, J. H. Hen- 
derson and Dwight N. Lewis, has filed its brief in what is 
known as the Interior Iowa case, being its complaint 
against the Chicago, St. Paul, Minneapolis & Omaha Rail- 
road, concerning proportional rates between the Missouri 
and the Mississippi rivers,'on shipments from eastern 
points. This is the latest development in a matter which 
has been before the public at various times during the 
last twenty years. 

The substance of the brief is summed up in the fol- 
lowing reasons, on account of which the rates at issue are 
declared to be excessive: 

1. Because of the high proportional between the Mis- 
sissippi River and points in Iowa upon the Missouri 
River, amounting to 55 cents first-class, and proportion- 
ately lower for the other classes. 

2. Because of the high rates between eastern points 
and points in Iowa, upon the Mississippi. 

3. Because rates are made largely upon the com- 
bination of locals at the Mississippi River. 

4. Because carriers have made an absurd and unrea- 
sonable distribution, across the state of Iowa, of the 55- 
cent differential between the two rivers. 

5. Rates on eastbound shipments are unreasonable 
because they are higher than westbound shipments on the 
same roads between the same points on the same arti- 
cles. 

6. Because proportionals west of the Mississippi are 
different for hauls originating at different points in the 
east, although the proportionals west of the river are 
charged for services rendered by western carriers which 
are the same in each case, whatever may be the point of 
origin in the east. 

7. Because of their relation to the earnings of these 
Same carriers on local traffic in the same territory. 

8. Because the earnings of the western carriers 
chiefly concerned are high compared with the earnings of 
railway companies in Iowa and other portions of the 
country. 

9. Carriers are not justified in attempting to offset 
what they claim are low intrastate rates by high interstate 
rates. 

The reason for which this complaint is made and the 
condition of Iowa under present rates are shown in the 
following extracts from the brief: 

“For many years the industrial growth of Iowa has 
failed to keep pace with that of her neighboring states. 
The last census shows an increase in the population of 
the United States of approximately 21 per cent. The 
population of every state in the Union increased during 
the past decade with the single exception of Iowa, which 
showed a slight decrease. 

“For twenty years it has been the common talk 
throughout the Mississippi Valley that the railroads had 
blacklisted the state of Iowa. Iowa has been punished 
for her leadership in the Granger movement, and subse- 
quently in the late eighties when the Commission laws 


were reframed throughout the mid-western states, includ- 
ing the act passed under the leadership of Iowa’s gov- 
ernor, the Hon. Wm. Larrabee, and when the Interstate 
Commerce Act was passed in 1887, and amended by the 
Dolliver-Hepburn Act of 1906, and the subsequent amend- 
ment of 1910 containing the Cummins’ clause as to burden 
of proof. This is all common knowledge. The activity 
of the Iowa leaders has done much to give the nation an 
intelligent workable law, but up to the present time it has 
been somewhat costly to the cities, the jobbers, and the 
manufacturers of the Hawkeye state. This is the time 
for the supreme test—we will now find out whether the 
struggle has been worth while.” 

It is shown by figures from the last census that the 
total value of the manufactured products of the state of 
Wisconsin exceeds that of Iowa by 128 per cent; that of 
Illinois exceeds by 648 per cent; Minnesota, 58 per cent: 
Missouri, 121 per cent; Indiana, 123 per cent; Kansas, 32 
per cent. 

The Commission alleges that one of the chief factors 
in producing this condition is the existing rate adjust- 
ment, 

The first point made, that the differential of 55 cents 
is too great for the haul between the rivers, is briefly 
dismissed, for the reason that that rate has so recently 
been established by the Commission, 

The second point, that Iowa towns on the Mississippi 
river should have a rate corresponding to that of cities 
upon the opposite banks of the river, is part of a second 
brief filed at the same time, in what is known as the 
Mississippi River case. 

The principal point remaining as the subject of the 
present brief is that the 55 cents differential should be 
equitably distributed in the territory between the Mis- 
sissippi and Missouri rivers. 

The Commission then discusses the evidence which 
has been introduced at various hearings and proceeds with 
its argument, As an illustration of the effect of the rate 
adjustment existing at interior Iowa points, it is stated 
that on a shipment of a carload of automobiles from Buf- 
falo to Mason City, the rate is 48% cents higher than to 
St. Louis or Quincy, but when these automobiles are 
jobbed out of Mason City, either in carload or less than 
carload quantities, the rate is higher than from St. Louis 
or Quincy to any other points in 99 per cent of the terri- 
tory west of the Missouri, This, it is stated, would make 
westbound rate on the carload more than $200 greater 
than if the shipment had been jobbed at St. Louis and 
shipped to any point in this western territory. 


The most striking feature which the Commission 
makes in its present brief is in the form of a map in 
which rates applying from New York to points east of the 
Missouri River are bunched in groups according to a plan 
which has been used to some extent by the Central 
Freight Association. A part of the map relating to Iowa 
was prepared under the direction of the Iowa Commis- 
sion. In this map the towns taking the class rates applic- 
able on traffic from New York to Chicago are put into a 
group marked 100, which is taken as the standard. The 
towns lying between the 100 per cent group and the 
towns west of the Missouri River are grouped in the same 
manner. The figures given upon this map are of the rates 
applying at the time this action was brought. 


Attention is called by the Commission to the fact that 
increases in the Central Freight Association territory are 
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very gradual and that there is seldom an increase of 
more than 4 per cent from one group to another. 
It is generally 2 or 3 per cent. Another feature is that 
in this territory, the size of the groups increases very mate- 
rially as one moves west. In distinction to this, atten- 
tion is called to the fact that although the towns in 
Northwestern Illinois are probably affected by the Iowa 
situation, yet after passing the 117 per cent group in Illi- 
nois, comes a narrow group of 112 per cent, followed by 
another of 129% per cent. Immediately following this 
7 per cent advance is one amounting to 24 per cent. This 
occurs in the second group after crossing the river into 
iowa. The percentages then rise in small groups to the 
185 per cent zone, next to the Missouri River. 
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ago the carriers in this section of our country saw fit to 
group various portions of this territory and base their 
rates upon a percentage of the New York-Chicago rate. 

“It is my judgment that similar complaints will con- 
tinue to come before this Commission from this territory 
until the whole situation is dealt with and a rate rela- 
tionship devised and established that will be more equit- 
able to the interior points in Iowa as against their com- 
petitors than that now obtaining.” 

The Iowa Commission states that it feels that the 
time has arrived to readjust these Iowa rates on classes 
along lines similar to those pursued in Official Classifica- 
tion territory, and similar to the course pursued by the 
Commission in the live stock case. It says that if the 





A Birdseye View of All-Rail Class Rates Between New York and the Missouri River. 


The Commission quotes evidently with approval the 
history of the McGraham scale, which is the foundation 
of the percentage system applying between New York 
and Chicago. They ‘quote with reference to this the state- 
ment made by Commissioner Lane in a dissenting opinion 
given in a former case: 

“I am convinced that there will be no harmony be- 
tween the carriers and shippers in Iowa and west thereof 
until some system similar to that prevailing in Official 
Classification territory is adopted. Now that discrimina- 
tions between individuals are very largely destroyed, the 
problem before the Commission is to investigate and if 
possible destroy discriminations between places. 

“It is a matter worthy of notice that so very slight a 
percentage of our complaints comes from territory between 
Chicago and New York. This is due largely to the fact— 
at least railroad traffic officials have so stated—that years 


proportional between the Mississippi and the Missouri 


rivers of 55 cents is just, then a proportional from the 
Mississippi to a point half-way across the state amounting 
to 42 cents is not just. 

The points made in the brief with reference to earn- 
ings are supported by the rules and tables covering the 
three main lines of railway across the state and using a 
series of representative points. 

The railroads are sharply criticized for using their 
earnings from traffic in the state of Iowa for the devel- 
opment of other lines in other directions, and using none 
of them for the benefit of the state. The attitude of the 
Commission is summed up in the following statement: 

“While God has decreed that this shall be the great- 
est agricultural state in the Union, the railroads have 
declared that it shall be nothing else but an agricultural 
state.” 
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STATISTICS OF RAILWAYS 


Commission Makes Public Its Preliminary 
Statistical Abstract of Railways for 
Year Ended June 30, 1911 





The Commission on July 27 made public a pre- 
liminary abstract of statistics of railways in the United 
States for the year ending June 30, 1911. The state- 
ments are based upon compilations for the Twenty-fourth 
Annual Statistical Report of the Interstate Commerce 
Commission, covering the fiscal year ended June.30, 1911, 
and these advance figures, which do not cover switching 
and terminal companies, may be slightly affected by 
revision before final publication. 


Mileage. 


Substantially complete returns were rendered to the 
Commission for 246,124.40 miles of line operated, includ- 
ing 11,006.86 miles used under trackage rights. The ag- 
gregate mileage of railway tracks of all kinds covered by 
operating returns was 362,710.18 miles. This mileage 
was thus classified: Single track, 246,124.40 miles; second 
track, 23,451.26; third track, 2,414.16; fourth, fifth and 
sixth tracks, 1,747.10; yard track and sidings, 88,973.26. 
These figures indicate an increase of 10,943.59 miles over 
corresponding returns for 1910 in the aggregate length of 
all tracks, of which increase 3,391.33 miles, or 30.99 per 
cent, represent yard track and sidings. 


Equipment. 

It appears that there were 61,327 locomotives in the 
service of the carriers on June 30, 1911, indicating an 
increase of 2,380 over corresponding returns for the pre- 
vious year. Of the total number of locomotives, 14,301 
were classified as passenger, 36,405 as freight, and 9,324 
as switching, and 1,297 were unclassified. 

The total number of cars of all classes was 2,359,335, 
or 69,004 more than on June 30, 1910. This equipment 
was thus assigned: Passenger service, 49,818 cars; 
freight service, 2,195,511, and company’s service 114,006. 
The figures given do not include so-called private cars 
of commercial firms or corporations. 

It appears that the average number of locomotives 
per 1,000 miles of line was 249, and the average number 
of cars per 1,000 miles of line was 9,586. The number 
of passenger miles per passenger locomotive was 2,268,067, 
and the number of ton miles per freight locomotive was 
6,913,246. 

The returns indicate that the number of locomotives 
and cars in the service of the carriers aggregated 2,420,- 
662, of which 2,391,438, or 98.79 per cent, as against 97.96 
per cent in 1910, were fitted with train brakes, and 


» 2,409,973, or 99.56 per cent, as against 99.30 per cent in 


1910, were fitted with automatic couplers. Of the 2,195,- 
511 cars in freight service on June 30, 1911, the number 
fitted with train brakes was 2,180,301, and the number 
fitted with automatic couplers was 2,186,233. 

Employes. 

The total number of persons reported as on the pay 
rolls of the steam roads of the United States on June 30, 
1911, was 1,669,809, or an average of 678 per 100 miles 
of line. As compared with returns for June 30, 1910, 
there was a decrease of 29,611 in the total number of 
railway employes. There were 63,390 enginemen, 66,376 
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firemen, 48,200 conductors, 133,221 other trainmen, and 
40,005 switch tenders, crossing tenders and watchmen. 

The total number of railway employes (omitting 
93,718 not distributed) was apportioned among the six 
general divisions of employment as follows: To main- 
tenance of way and structures, 493,926; to maintenance 
of equipment, 344,112; to traffic expenses, 22,246; to 
transportation expenses, 629,654; to general expenses, 
52,201, and to outside operations, 33,952. 

The complete report will include summaries showing 
the average daily compensation of 18 classes of em- 
ployes for a series of years, and also the aggregate 
amount of compensation reported for each of the several 
classes. The total amount of wages and salaries reported 
as paid to railway employes during the year ended June 
30, 1911, was $1,208,466,470. 


Capitalization of Railway Property. 


On June 30, 1911, the par value of the amount of 
railway capital outstanding, according to the returns of 
the companies filing reports with the Commission, was 
$19,208,935,081. This amount includes capital held by 
the railway companies as well as by the public. 

Of the total capital outstanding, there existed as stock 
$8,470,717,611, of which $7,074,917,559 was common and 
$1,395,800,052 was preferred; the remaining part, $10,738,- 
217,470, representing funded debt, consisted of mort 
gage bonds, $7,825,269,102; collateral trust bonds, 
$1,183,766,188; plain bonds, debentures and notes, $951,- 
377,816; income bonds, $261,777,220; miscellaneous funded 
obligations, $195,430,395, and equipment trust obligations, 
$319,596,749. 

Of the total capital stock outstanding, $2,740,467,285, 
or 32.35 per cent, paid no dividends. The amount of 
dividends declared during the year (by both operating 
and lessor companies) was $460,195,376, being equivalent 
to 8.03 per cent on dividend-paying stock. No interest 
was paid on $755,499,047, or 7.25 per cent of the total 
amount of funded debt (other than equipment 
obligations) outstanding. 


trust 


Public Service of Railways, 


The number of passengers carried during the yea: 
ended June 30, 1911, was 997,409,882. The corresponding 
number for the year ended June 30, 1910, was 971,683, 
199. The increase in the number of passengers carried 
during the year over 1910 was 25,726,683. 

The number of passengers carried one mile, or the 
passenger mileage, as compiled for 1911, was 33,201, 
694,699. The corresponding return for 1910 was 863.- 
198,370 less. The number of passengers carried one mile 
per mile of road was 139,191. 


The number of tons of freight shown as carried 
(including freight received from connections) for the 
year ended June 30, 1911, was 1,781,637,954, while the 
corresponding figure for the previous year was 1,849,900,- 
101, the decrease being 68,262,147 tons. 


The ton mileage, or the number of tons carried one 
mile, as shown for the year ended June 30, 1911, was 
253,783,701,839. The total ton mileage as reported for the 
year ended June 30, 1910, was 255,016,910,451, from 


which it will be seen that the decrease in the ton mileage 
for the year ended June 30, 1911, under the return for 
1910, was 1,233,208,612. The increase in the number of 
tons carried one mile in 1910 over 1909 was 36,213.,- 
The number of tons carried one mile per mile 


923,522. 





£6 SADR > 29 Pr APRA 


oe 


Aer Xs = ac lai tna lana SRO 





Augus 


of ro 
of to 
T 
puted 
the 2 
passe 
$1.30. 
$2.89. 
mile 
per 1 
expel 


I 
the | 
for 
repo! 
revel 
mile¢ 
their 
spon 
236, 
435; 
figur 
for | 
Freig 
Pass 
Mail 
Expr 
Exce 
Park 
Swit 
Spec 

t 
Tota 

t 


Joint 
Joint 


per 


clas 


Mail 
Mail 
Trat 
Trai 
Gen 
Une 


per 








and 
en. 
tting 
> six 
nain- 
ance 
; = 
nses, 


wing 

em- 
egate 
veral 
orted 
June 


nt of 
ns ot 

was 
d by 


stock 
| and 
),738,- 
mort 
onds, 
$951, 
unded 
tions, 


— 


7,285, 
nt of 
rating 
valent 
terest 

total 
trust 


. year 
nding 
1,688, 
arried 


yr the 


13,201, 
. §63.- 


e mile 


arried 
yr the 
le the 
19,900,- 


dj one 
l, was 
‘or the 

from 
lileage 
rn for 
ber of 
36,213,- 
r mile 





cers ASE ERAN 


bic 


4 .... all ely Alia AO. 


August 3, 1912 


of road for the year 1911 was 1,053,566. 
of tons per train mile was 383.10. 

The average receipts per passenger per mile, as com- 
puted for the year ended June 30, 1911, were 1.974 cents; 
the average receipts per ton per mile, 0.757 cent. The 
passenger service train revenue per train mile was 
$1.30.921; the freight revenue per train mile was 
$2.89.548. The average operating revenues per train 
mile were $2.24.824. The average operating expenses 
per train mile were $1.54.338. The ratio of operating 
expenses to operating revenues was 68.66 per cent. 


The number 


Revenues and Expenses. 


It should be noted that the following figures under 
the heading of revenues and expenses exclude returns 
for a few small roads because of deficiencies in their 
reports. For the year ended June 30, 1911, the operating 
revenues of the railways in the United States (average 
mileage operated, 243,433.61 miles) were $2,789,761,669; 
their operating expenses were $1,915,054,005. The corre- 
sponding returns for 1910 (average mileage operated 
236,986.51 miles) were: Operating revenues, $2,750,667,- 
435; operating expenses, $1,822,630,433. The following 
figures present a statement of the operating revenues 
for 1911 in detail: 


b Rane hee Poet ecdmedaee Combes chideehiwe $1,925,950,887 


EE: atch weit eecediinge see cbionccni esas 657,638,291 
DERE. PN ah bok ov bec PV sNedk Celso Ns cheuedioceevsotce 50,702,625 
A ass ass 0.0.5 aden diaainaid bie-ak be sleet ema 70,725,137 
Excess baggage revenue and milk revenue (on pas- 

SRE SGlacics cu so cudiclenbdhdcattesldanh ates 15,430,683 
Parlor and chair car revenue and other passenger- 

PE ccd Oh vw 6 tidie oes obo ¥ bce hbeune bw ois 5,274,450 
SWEEPER UO. 5 Ah vince ceeds 6 uhades odigiWS «eds cue 27,665,997 
Special service train revenue and miscellaneous 
ENON  SOUMUD fos cc vace cs vvbtessiWactess 9,479,809 
Total revenue from operations other than transpor- 

I I ot CRG oh ans hs Uns abn Kase Gawedet sacs 24,707,757 
Joint facilities revenue—Dr.............ccccceeccces 647,247 
Joint facilities revenue—Cr........cccccccccccccccce 2,833,280 

Total operating revenues.......ccccccccccececes $2,789,761,669 


The operating revenues stated above averaged $11,460 
per mile of line. 


Operating expenses, as assigned to the five general 
classes, were: 


Maintenance of way and structures................ $ 366,025,262 
Maintenance of equipment 428,367,306 


TOD i's 0 9. 0:04.05:4 6406060008 Heldedecusbeee dts 59,166,364 
Se SO. peace pcstenacshaeeasencns 987,382,108 
GEE. Cn ccebepetSeiebcbee otebbecceeedess 73,689,373 
CE a ahs | a tinea 0.686 k oO ns cobieege ne emewe 423,592 

Total operating eEXPeENSES.........ceeeeeceeeees $1,915,054,005 


The foregoing operating expenses 
per mile of line. 


averaged $7,867 


Condensed Income Account and Profit and Loss Account. 


There is given below a condensed income account and 
profit and loss account of operating roads, followed by a 
Similar statement for leased roads. The accounts of the 
former include both operating and financial transactions, 
while the accounts of the latter are confined, for the most 
part, to receipts and payments under contracts and agree- 
ments. For a number of items, such as dividends, taxes, 
ete., both statements must be taken into consideration 
in order to learn the aggregates of such items for the 
railways of the United States. Thus the aggregate of 
dividends declared during the year, $460,089,540, includes 
those declared out of current income and those declared 
from surplus both by the operating roads and by the 
leased roads. This amount includes the amount of 
dividends declared on railway stock owned by the rail- 
Way companies. 
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OPERATING ROADS. 


Income Account. 
Rail operations: 
Operating revenueS.............06. $2,789,761,669 


Operating expenses ..........+... 1,915, 054,005 
Net operating revenue.......... $ 874,707,664 
Outside operations: 
EE bok atick wees vhededmitemeh oe 63,093,052 
SOND in Kbeie Newiineeeiadwes eens 61,277,859 
Net revenue from outside opera- 
SUED - 80 0S Ud ds 6 ohG ce ksca detasae 1,815,193 
Total net revenue.............., 876,522,857 
PEG DORE knahic 60sec K0de 66 Ladies 102,657,157 
CONG EROOERE cai bcc ctedt cote 773,865,700 
CG SE » cn. cca cwiictnesnsseteae 308,881,892 
Gross corporate income......... 1,082,747,592 
Deductions from gross corporate in- 
MEE hs dev ad f4 dd ere Whe eiees eee eb eees 591,636,525 
Net corporate income........... 491,111,067 
Disposition of net corporate income: 
Dividends declared from current 
PUGGERO ev aceresetsccvets vigicwoss 265,819,145 
Appropriations for additions and 
betterments and for new lines 
GP GRUMUIIIOMB 6.0.0 ccewisaccdineten 51,659,617 
Appropriations for other reserves 3,420,119 
BORE oc once ohpneewnsengecetie nts 320,898,881 
Balance to credit of profit and 
SU diets ee nun eea V eee tnt cans 170,212,186 
Profit and Loss Account. 
Credit balance on June 30, 1910....... 963,560,700 
Credit balance for year 1911 from in- 
Ce RRO | 55s iis Ch hea swe Seeae 170,212,186 
REP Age me rere ape 1,133,772,886 
Dividends declared out of surplus..... 137,598,218 
BR ne: pent gn ee 996,174,668 
Other profit and loss items—credit bal- 
OO 5 caiane's vb 00600 ues ee.et bes eteneeee 62,977,120 
Balance credit June 30, 1911, 


carried to balance sheet...... 1,059,151,788 


LEASED ROADS. 
Income Account. 
Gross income from lease of road...... $ 120,773,004 


Salaries and maintenance of organiza- 


SOs nigh inncine <00)-aile-« woes cebiclne ti ehe 418,987 
TERED. QOUPUOE occ cs dee ever cieBoegene 5,652,355 
Net income from lease of road.. $ 114,761,662 
OCUNSF UWNCOMG 2 cccccccccsccccccccccces 4,464,549 
Gross corporate income..........-+.++: 119,166,211 
Deductions from gross corporate in- 
Cia pic tiicas ein dnd dats deka eee 62,996,507 
Net corporate income........... 56,169,704 
Disposition of net corporate income: 
Dividends declared from current 
PE... da. cake sevens dion’ 36,112,797 
Appropriations for additions and 
betterments and for new lines 
OF CERONRIONS oc.ccivcccvccccssdece 1,927,422 
Appropriations for other reserves 8,000 


38,048,219 


Balance to credit of profit and 


DE ca ass aeeeceee seeecunedess 18,121,485 


Profit and Loss Account. 





Credit balance on June 30, 1910...... 72,867,921 
Credit balance for year 1911 from in- © 
COMMS ACCOUME on vccccccedventverscces 18,121,485 
SEE: hid sitewide dastecaciey Urtun os 90,689,406 
Dividends declared out of surplus..... 20,559,380 
pe.” RPE TET Eee er cae es ¢* 70,130,026 
Other profit and loss items—debit bal- 
ones” Se SEG ep eh sdele sdiwesWettees eee she 1,483,530 
Balance credit June 30, 1911, car- 
ried to balance sheet.......... 683,646,496 


The complete report will include a summary showing 
the total taxes and assessments of the railways of the 
United States by states and territories; also an analysis 
showing the basis of assessment. 
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Oil Companies Ask Injunction 


The Standard Oil Co. of New Jersey and the 
Louisiana corporation of that name filed their petitions 
in the Commerce Court on July 30, asking for injunc- 
tions annulling the order of the Interstate Commerce 
Commission, which, if permitted to become effective, 
would require the pipe lines of the petitioning companies 
to become common carriers of oil. The Ohio Oil Co. 
filed its petition Monday afternoon. 





In the main all the petitions are the same. They 
assert that the petitioners are private corporations en- 
gaged in the business of boring for oil, refining and mar- 
keting it, that they are not now and never have been 
common carriers nor have they any desire to become 
such. 


They assert that compliance with the orders of the 
Commission would cause them irreparable damage in that 
it would result in contamination of the oil they carry 
for their refineries, and that unless they greatly enlarge 
their plants they would not be able to supply oil for 
the refineries of which they are a part. 


The petition of the Standard Oil Co., the successor 
to the Standard Oil Co. of New Jersey, differs from other 
petitions in that it sets forth the origin of its lines. It 
points out that the Standard Oil Co. of Ohio, the parent 
of all the Standard companies, started the pipe line busi- 
ness when it acquired refineries at Bayonne, N. J., and 
Baltimore. 

The Ohio company pushed pipe lines toward the re- 
fineries it had acquired, but in 1881 it transferred its 
pipe line business to the National Transit Co., a common 
carrier specially chartered by the Pennsylvania legisla- 
ture and the New York Transit Co., a common carrier 
in New York state, chartered under the transportation 
corporation act of that state. Those companies built the 
lines to Unionville, on the line between New York and 
New Jersey, to Centerbridge on the line between Penn- 
sylvania and New Jersey and to Fawn Grove on the 
line between Maryland and Pennsylvania. 

From the points where the lines of the National and 
New York Transit companies crossed the state lines 
to Bayonne and Baltimore, those companies bought private 
rights of way. The petition admits, or rather asserts, that 
those companies acted at the instance of the Standard 
Oil Co. of New Jersey. The laws of those states con- 
tain no provision for the incorporation of pipe lines as 
common carriers. The National Transit and the New 
York Transit companies, therefore, had to buy their rights 
of way and they did that, laying their pipes in New 
Jersey and Maryland upon their own grounds. 

On July 17, 1906, before the act of June 30, 1906, 
placing pipe lines under the jurisdiction of the Inter- 
state Commerce Commission became effective, the New 
York and National Transit companies transferred to the 
Standard Oil Co. of New Jersey the lines they owned in 
New Jersey and in Maryland. In the petition it is set 
out with great particularity that the New Jersey cor- 
poration thereupon erected pumping stations at the state 
lines, and with them they pump the oil received from 
the common carriers that have their termini there, 
to their refineries at Bayonne, Bayway and Baltimore, 
thereby establishing the fact (?) that there is no interstate 
transportation of oil so far as the petitioning company 
is concerned. 

The claim is made that if the first section of the act 


Vol. X, No. 5 


is applicable to the petitioner’s business, it is unconstitu- 
tional because making it applicable will be a taking 
of private property for public use without just 
compensation. 

The petition of the Louisiana section of the Standard 
is in form the same as that of the New Jersey company, 
except that it established the pipe line it operates from 
Ida to Baton Rouge, La. The refinery at Baton Rouge 
buys oil from the Prairie Oil Co. and transports what 
it so buys through the lines to Baton Rouge, but nearly 
the whole capacity of the pipe line is used in conveying 
oil from the Caddo field to the Baton Rouge establish- 
ment. It claims the line is and always has been a plant 
facility and was constructed with no other possible use in 
view, and that to require it to carry oil for anybody else 
would require the construction of terminals, because it 
would not be possible to make deliveries on the grounds 
of the Baton Rouge refinery, where the pipe line now ends. 


Challenges Coke Rates 


THE TRAFFIC SERVICE NEWS BUREAU, 
COLORADO BUILDING, WASHINGTON, D. C. 

An early day will probably be set by the Interstate 
Commerce Commission for arguments in the complaint 
of the independent coke producers of Connellsville against 
the Baltimore & Ohio, Pennsylvania, Pittsburgh & Lake 
Erie and other carriers engaged in the transportation of 
their commodity east and west. Briefs for the defend- 
ants are due on August 1. The brief in behalf of the 
complainants has been submitted by Wade H. Ellis. 

In it he challenges the rates on furnace coke—the 
only one in effect now—on two general grounds; namely, 
that they are unjust and unreasonable in and of them- 
selves, and that in nearly every instance they are dis- 
criminatory against Connellsville in favor of the coke 
ovens in the Fairmont, Pocahontas, Kanawha and the 
New River districts of West Virginia and the Appalachia 
district of Virginia. 

He argues that abundant evidence has been presented 
to the Commission to show the unjustifiable character of 
the rates. He submits that in seven ways their illegal 
character has been shown. 

First, the rates are shown to be unjust by com- 
parison of the ton-mile earnings, the train-mile earnings 
and the car-mile earnings with the earnings from all 
freight. They are higher than the earnings from all 
freight. 

Second, they are higher than the earnings from coal 
to the same points, and the testimony shows that the 
expense of carrying coke is very little, if any, more than 
for carrying. coal, 

Third, the coke rates are shown to be unjust in com- 
parison with the coke rates voluntarily established by the 
same carriers, or carriers with whom they joined in mak- 
ing joint rates on coke from other fields. 

Fourth, they are shown to be unreasonably high in 
comparison with rates maintained by the defendants on 
gas-house and by-product coke, commodities identical in 
character with the Connellsville coke, though handled at 
greater expense because of the smaller volume and the 
lighter loading of the car. 

Fifth, the rates are unreasonable in view of the fact 
that though the facilities for handling traffic have tre 
mendously increased in the past ten years and the .ex- 
pense per unit decreased to a very large extent, yet the 
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coke rates to-day are considerably higher than they were 
ten years ago. 

Sixth, the coke rates are shown to be out of all pro- 
portion to the cost of performing the service. 

Seventh, it is shown that by agreement among the 
railroads, the Connellsville region has been discriminated 
against in its coke rates in practically every instance in 
favor of other competing districts. 


Suspends Tariffs 


THE TRAFFIC SERVICE NEWS BUREAU, 
COLORADO BUILDING, WASHINGTON, D. C. 


By order entered July 17, Investigation and Sus- 
pension Docket 139, the Commission has suspended 
from Aug. 1 until Nov. 29, 1912, item 3861%4-A, page 46, 
Supplement 17, to F. A. Leland’s Tariff, I. C. C. 864. 
The item which has been suspended cancels existing 
joint commodity rates on cottonseed, in carloads, from 
Stigler, Okla., to Kansas City, Mo., and certain other 
points, leaving combination rates to apply. The present 
joint rate is 16 cents, and the combination which would 
be applicable after cancelation of the joint rate would 
be 238% cents per 100 pounds. 

By order entered July 22, 1912, Investigation and 
Suspension Docket 130-A, the Commission has suspended 
until Oct. 29, 1912, certain portions of Hocking Valley 
Railway Tariff, I. C. C. 1521, effective July 30, 1912, and 
Cleveland, Cincinnati, Chicago & St. Louis Railway Tariff, 
I, C. C. 6054, effective Aug. 1, 1912, which increase class 
rates, via rail and lake, from points in Central Freight 
Association territory to Minneapolis, Minn., and other 
points. By its original order in Investigation and Sus- 
pension Docket 130, the Commission suspended from July 
1 until Oct. 29, 1912, a number of similar advances from 
points in Pennsylvania, Ohio, etc., to St. Paul gnd 
Duluth, Minn., and points taking same rates. From rep- 
resentative points in Central Freight Association terri- 
tory to Duluth and St. Paul, Minn., the advances which 
have just been suspended amount to 1% cents per 100 
pounds on classes 4 and 5, and one-half cent per 100 
pounds on class 6. 


Suspends Lumber Advances! 


By order entered July 19, 1912, Investigation and 
Suspension Docket No. 140, the Commission has suspended 
from August 1, 1912, until November 29, 1912, portions 
of the following tariffs and supplements: 

Chicago, Rock Island & Pacific Railway, Supplement 
No. 5 to I. C. C. No. C-9235, Supplement No. 6 to I. C. C. 
No. C-9235, Supplement No. 7 to I. C. C. No. C-9235, Sup- 
plement No. 9 to I. C. C. No, C-9235. 

Missouri, Kansas & Texas Railway Co. 
No. 43 to I. C. C. No, A-2627. 

Morgan’s Louisiana & Texas Railroad & Steamship 
Co., Louisiana Western Railroad Co., Iberia & Vermilion 
Railroad Co., Lake Charles & Northern Railroad Co., Sup- 
plement No. 28 to I. C. C. No. 2454-B. 

St. Louis & San Francisco Railroad Co., Supplement 
No. 63 to I. C. C. No. 5313. 

St. Louis Southwestern Railway Co., Supplement No. 
9 to I. C. C. No. 3079. 

F, A. Leland, agent, Supplement No. 4 to I. C. C. No. 
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901, Supplement No. 5 to I. C. C. No. 914, Supplement No. 
6 to I. C. C. No, 914, Supplement No. 7 to I. C. C. No. 914. 

The Atchison, Topeka & Santa Fe Railway, Supplement 
No. 42 to I. C. C. No. 3690. 

The Kansas City Southern Railway Co., Supplement 
No. 42 to I. C. C. No. 1945. 

The Missouri Pacific Railway Co., St. Louis, Iron 
Mountain & Southern Railway Co., Supplement No. 75 to 
I. C. C. No. 9424. 

Mobile & Ohio Railroad Co., Supplement No, 6 to 
I. C. C. No, A-844. 

The Texas & Pacific Railway Co., Supplement No. 38 
to I. C. C. No. 1608. 

Illinois Central Railroad Co., the Yazoo & Mississippi 
Valley Railroad Co., Supplement No. 22 to I. C. C. No. 
3996. 

New Orleans & Northeastern Railroad, Alabama & 
Vicksburg Railway, Supplement No. 11 to I. C. C. No. 2630. 

Southern Railway Co. in Mississippi, Supplement No. 
14 to I. C. C. No. 182. 

Vicksburg, Shreveport & Pacific Railway, Supplement 
No. 34 to I. C. C. No. 1893. 

The portions of the above tariffs and supplements 
which have been suspended advance from 25 cents to 26% 
cents per 100 pounds the rate on yellow pine and cypress 
lumber, and from 25 to 25% and 26 cents per 100 pounds 
the rates on other kinds of domestic lumber from points 
in Arkansas, Texas, Louisiana, Mississippi, Alabama, Ten- 
nessee and Oklahoma to Omaha, South Omaha and 
Wichita, Neb., Council Bluffs and Des Moines, Ia., and 
other destination points in the same general territory. 


The Commerce Court Wrangle 
THE TRAFFIC SERVICE NEWS BUREAU, 
COLORADO BUILDING, WASHINGTON, D. C. 


A compromise is possible whereby the demand of the 
tap lines for a day in court may be brought about without 
the necessity of passing the Broussard or Borland or 
Saunders bills. A suggestion of that kind was made on 
Saturday to Representative Broussard of Louisiana, the 
congressman whose insistence had brought about the hear- 
ings that are now going on before the House committee on 
interstate and foreign commerce, He is willing to make an 
arrangement whereby his constituents may get a day in 
court, but he is not willing to agree that there shall be 
no further agitation for legislation giving the aggrieved 
shipper a day in court if he thinks the Commission has 
not acted as the law contemplated. 

The House committee has decided to grant hearings 
on the Broussard bill. The discussion that has been 
going on before the committee has been in the nature of 
a showing of reasons why the committee should go into 
the subject. Thus far only the advocates of the bill— 
Attorneys Walter and Daish and Commissioner Clements 
—have been heard, and the audience has been chiefly 
officials and employes of the Commission, When the 
hearings are begun, everybody will be invited. 

Attorney-General Wickersham, who was to have been 
heard on Saturday, asked to be heard some time this 
week. Messrs. Walter and Daish occupied the time on 
Saturday, a large part of Daish’s speech being devoted to 
answering questions propounded by Chairman Adamson, 
Representatives Cullop, Stevens and Broussard. At one 
time, Daish thought it incumbent upon him to declare that 
he represented no one, that he was not receiving a dollar 
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for his argument and that he made it without fear of evil 
consequences arising from his pernicious activity. 

At the request of Representative Cullop, who com- 
mented upon the fact that Mr. Walter had several times 
referred to letters passing between Commissioner Harlan 
and Mr. Pierce anent the tap line decision and the will- 
ingness or unwillingness of the Commission to fight the 
tap line question in the courts, Mr. Walter produced 
copies of a letter marked “confidential” and a telegram 
marked “personal,” in which Mr, Harlan set forth the 
terms upon which the Commission would be willing to go 
into court on the subject. The production of the corre- 
spondence created a stir, not so much because of their 
contents, but because of the marks upon them. 

Representative Broussard is likely to go through with 
his bill because, as he told his colleagues, he rode on 
nearly every one of the tap lines involved while making 
his campaign for the United States Senate last fall. In 
many instances the managers made it possible, by special 
service furnished him, to keep engagements, which, in a 
state so sparsely settled as Louisiana, he would not other- 
wise have been able to keep. He takes the position that 
they are entitled to a judicial decision as to whether 
they are or are not common carriers under the federal 
law. The law of Louisiana says they are common carriers, 
and the railroad commissioners of Louisiana require them 
to obey their orders, at least that is the theory. 


Supports Broussard Bill 





Attorney-General Wickersham appeared before the 
House committee on interstate and foreign commerce on 
July 26 in support of the Broussard bill extending the 
jurisdiction of the Commerce Court to appeals by 
aggrieved shippers who believe that the Interstate Com- 
merce Commission has made errors of law in denying 
them the relief they think they are entitled to receive. 
He went over a number of cases, pointing out that while 
as a rule the shipper is not deprived of property in the 
ordinary sense by denial of relief, there are instances in 
which there is a deprival of the beneficial use of prop- 
erty. In a general way, he suggested that if the Com- 
mission makes no errors of law in deciding complaints 
by shippers, granting of the jurisdiction cannot possibly 
hamper the work of the Commission, while, if it does, 
the extension should be made. He was not in sympathy 
with the suggestion that extension of review as proposed 
would in any way tend to lessen the usefulness of the 
Commission, 


Going to Oust Pennsylvania? 





An amusing state of affairs was revealed at Pitts- 
burgh during the hearings before Examiner Boyle in 
the complaint of the Carnegie (Pa.) Board of Trade 
against the Pennsylvania and other carriers in western 
Pennsylvania, eastern Ohio and West Virginia. The 
complainants have a grievance against the carriers be- 
cause this year they did not make excursion rates to 
the near-by resorts in Ohio and West Virginia, but put 
them on a flat two cents a mile or higher basis. 

The complainants raised the question as to whether 
this was not an increase in the rates. The carriers 
defended by saying that the rates automatically went 
out of effect at the end of the excursion season, and the 


companies had decided not to restore them because they 
are not remunerative. ‘ 

An entirely different story was told by witnesses 
for the complainants. They repeated conversations they 
claimed to have had with Col. Samuel Moody, passenger 
agent for the lines west, in which he is represented as 
saying that if the owners of the excursion parks expected 
anything in the way of rates they had better get busy 
with the Ohio legislature and induce it to raise the state 
rate in Ohio from two to two and a half cents. They 
also exhibited a carbon copy of a letter written by 
George W. Boyd of the Pennsylvania Railroad, in which 
he agreed to co-operate with the Central Passenger 
Association in a move to coerce the Ohio lawmakers. 
Examiner Boyle could not accept the carbon copy, but 
he called for the original, and its production was prom- 
ised. 

The attorney-general of Ohio, taking notice of the 
allegations, has determined to bring ouster proceedings 
against the Pennsylvania company, and also to prose- 
cute the Central Passenger Association as a combination 
in restraint of trade. 


New Angle on Milling-in-Transit 





The New Orleans Board of Trade has made an un- 
usual demand in a complaint filed against the Interna- 
tional & Great Northern and other carriers. It demands 
that the milling-in-transit privilege on rice given at 
Houston and Galveston be taken away from those cities. 
The demand in such complaints usually is that the privi- 
lege be extended to the complaining locality. 


The allegation is that the privilege gives to those 
cities an unjust advantage over New Orleans in the 
shipment of cleaned rice, not only from Texas points of 
production, but from some points of production in Louisi- 
ana as well. A number of illustrations are included in 
the complaint to make the point clear. 


For instance, on rice going to New York from Crow- 
ley via Houston, Houston is able to ship 100,000 pounds 
of cleaned rice at an advantage over the rates into 
Houston and out of Houston of $52.80. So long as the 
privilege is allowed to exist, the Houston rice man can 
ship 100,000 pounds of rough rice to his mill for $150. 
After having milled the rice, he can forward the result- 
ing 66,000 pounds on to New York for the balance of 
the through rate, or $99. For the privilege of having 
stopped the rice at Houston he pays $13.60, making a 
total charge of $262.20. 

The regular in and out rates from Crowley to Hous- 
ton and then on to New York would make a charge on 
that shipment of $315. On a like shipment via Galveston 
the difference would be $33. On a shipment going to 
Wilmington, N. C., the difference would be $95.04. On 
a shipment via Galveston to Charleston, S. C., the dif- 
ference would be $72.60. 

The same results would accrue on shipments from 
Eunice, La., which, like Crowley, is a concentration point 
for rough rice. It is on the Texas & Pacific, while 
Crowley is on the Opelousas, Gulf & Northeastern. 

The International & Great Northern, Houston & 
Brazos Valley and the Sugarland railways are the only 
ones that grant the transit privilege. The complainant 
suggests and charges that inasmuch as the other roads 
bring in great quantities of rough rice on which there 
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is no transit privilege, there is substitution of tonnage 
at Houston and Galveston. That is why the demand for 
a cessation of the practice is made. 

The complaint says that, while Supplement No. 2 
to the tariff that grants the privilege is worded to lead 
to the belief that it was intended to cancel the privi- 
lege, the complaining body desires to make certain that 
the cancelation will be made, hence the complaint. 

While in the foregoing complaint the New Orleans 
trade body is the aggrieved party, New Orleans rates on 
sugar, molasses and syrup are complained about by 
the Clinton (Ia.) Manufacturers’ and Shippers’ Associa- 
tion in a bill against the Chicago & Alton, Illinois Cen- 
tral and other carriers. 

The Iowans object to paying more for getting sugar 
and molasses from New Orleans, Baton Rouge, Bayou 
Sara, Port Allen, Franklin, LaFayette and other. points 
than the manufacturers and merchants of Chicago pay. 
On sugar to Chicago the rate is 23 cents, while to Clin- 
ton it is 28. On molasses the rate is 27 to Chicago and 
29 to Clinton. The average distance is about the same, 
in some cases a little more to Chicago than to Clinton 
and vice versa. The suggestion is that inasmuch as 
rates to New Orleans from Chicago and Clinton are the 
same they should be the same from New Orleans and 
points taking the New Orleans rates. 


Broussard Bill Goes Too Far 


Advocates of the Broussard bill extending the juris- 
diction of the Commerce Court so as to enable it to re- 
view decisions against complaining shippers, on questions 
of law, have taken great pleasure in giving out the fol- 
lowing copy of a letter written by Judge Prouty to Chair- 
man Adamson of the House committee on interstate and 
foreign commerce: 

“T am just in receipt of H. R. 25596, conferring juris- 
diction upon the Commerce Court to review the orders 
of the Interstate Commerce Commission. 

“T have always believed that it should be possible 
in some form to correct by application to a court of com- 
petent jurisdiction a mistake of law upon the part of 
the Commission. Certainly, if the railroads have the 
right, as they apparently have under the decisions of the 
Supreme Court, the same right should be extended to 
the shipper. 

“I do not believe that it is possible to review the 
findings of the Commission upon questions of fact or its 
mixed conclusions of law and of fact, since, as applied 
to our work, you thereby review the exercise of admin- 
istrative discretion by judicial process. Any attempt to 
do this must largely nullify the usefulness of the admin- 
istrative body. Thi principle has finally been recognized 
by the Supreme Court. 

“It seems to me that H. R. 25596 goes altogether 
beyond what it should and that its enactment would be 
most unfortunate; but you will please understand that 
this is only my personal view, since the Commission has 
had no opportunity to consider in conference the bill of 
Mr. Broussard.” 

The tap line and other interests that lost in the 
complaints before the Commission in which their interests 
were involved are bringing pressure to bear upon Chair- 
man Adamson to have him reconvene his committee for 
the purpose of holding hearings on this bill. Mr. Adam- 
son maintains that his committee has adjourned for the 
session and can give no more hearings on any subject. 
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Broussard and those who are working with him are 
anxious to get Judge Prouty or any other Commissioner 
before the committee for a discussion of the whole sub- 
ject, especially to get his views as to wherein the Brous- 
sard bill goes entirely too far. The advocates of the bill 
have no idea of asking that the court be given any juris- 
diction, in behalf of the shipper, other than that which 
is now given the carriers. They are not able to perceive 
the extraordinary breadth of jurisdiction that Judge 
Prouty refers to in his letter. 


Claims Tariff Misleading 


The Flint, Erving & Stoner Co. of Pittsburgh, in a 
formal complaint against the Chesapeake & Ohio, Balti- 
more & Ohio and Pennsylvania Railroad companies, raises 
the question as to whether, in the absence of anything 
in the C. & O. tariff relied upon by it, the Pennsylvania 
can make a charge for setting a car of lumber on the 
Baltimore & Ohio tracks. The car came from Dunlevie, 
W. Va., to Parker, Pa., routed B. & O. delivery. 

The complainant says the C. & O. tariff upon which 
he relied named the Baltimore & Ohio as the delivering 
carrier, wherefore he routed the car in that way. The 
result was a charge of $83.09 insteaad of, as he claims 
it should have been, $65.76. The Pennsylvania refused 
to set the car to the Baltimore & Ohio tracks until the 
bill of lading was produced, but even then no mention 
was made, the complainant asserts, that there would be 
an additional charge for the service. Other routing would 
have been possible, the complainant says, but being wholly 
guided by C. & O. tariff 13310, I. C. C. No, 4554, the rout- 
ing was made for Baltimore & Ohio delivery. Wherefore 
claim for reparation is made. 





Delay Report To Be Retained 





The Commission has found it necessary to announce 
that the train delay report which it directed, by order 
of June 12, 1912, is not intended for transmission to the 
Commission. It is merely to be made a part of the rail- 
road company’s records and kept for the inspection of 
agents of the Commission charged with the duty of see- 
ing that the hours of service act is not disregarded. 

The report will be kept on such forms as the car- 
riers may devise, and a carrier may keep such data on 
the form prescribed, as it sees fit, provided only that 
the facts required by the Commission are set forth. 
Trivial details are not to be noted, the desire being 
merely to have a record of those delays which materially 
affect the running time of the train. It must be signed 
by the conductor in charge, or by the engineman if there 
is no conductor. The time of yard crews need not be 
kept. 


SOUTHERN CLASSIFICATION SUSPENDED. 


Following the fruitless attempt to secure agreement 
between the commissions of southern states and the 
Southern Classification committee, by which it was hoped 
to be able to pick out and suspend disputed items and 
allow the rest of classification No. 39 to go into effect, 
the Commission has postponed the effective date of clas- 
sification No, 39, I. C. C. No. 17, and all items in supple- 
ment No. 2 thereto until October 1. 
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Conducted by 
CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau. 


In this department we shall answer simple questions re- 
lating to the law of interstate transportation of freight. It is 
available both to those who are members of the Traffic Service 
Bureau and those who are not. Readers are particularly invited 
to write for advice on specific subjects covering the Act to 
Regulate Commerce and the decisions of the courts and the 
Interstate Commerce Commission thereunder. 

Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 

Surrender of Bill of Lading Not Imperative. Goods Can- 
not Be Stopped in Transit Because Purchaser’s 
Ability to Pay Is Doubtful. 

Missouri—‘“In your issue of June 29, under heading 
of ‘Carrier’s Liability in Obeying Consignor’s Diversion 
Instructions in Straight Consignments, you state that 
‘The carrier is not obliged to heed a demand from the 
consignor unless some evidence of his right is furnished.’ 
Would the production of the original bill of lading by 
the consignor be sufficient evidence of that right? Does 
the retention of the original bill of lading retain control 
in the hands of the consignor, or would the presumption 
that the consignee is the owner of the goods rule? 

“You refer to the exception in the one instance of 
the writer’s stoppage in transit on account of the actual 
insolvency or bankruptcy of the consignee. Does the 
consignor have the right of stoppage in transit if he has 
reason to suspect that the consignee may not be able to 
pay for the goods, and can he not exercise such right 
subject, however, to the consignee paying for the goods, 
or giving security for payment, or does the right of 
stoppage by the consignor only apply in cases of actual 
bankruptcy or insolvency?” 

The legal presumption is that when goods are sent 
to the consignee, the title to them vests in him as soon 
as the shipment is made, unless there is an agreement 
to the contrary. When the circumstances are such that 
upon delivery of the goods to the carrier they become 
the property of the consignee, the carrier holds them 
as the agent of such consignee, and their destination 
cannot afterwards be changed without his consent. A 
“straight” bill of lading being non-negotiable, and the 
consignee being the owner of the goods, and to be 
treated by the carrier as the absolute owner until it 
has had notice to the contrary, a delivery to the con- 
signee will discharge the carrier, even though the orig- 
inal bill of lading remains in the hands of the consignor. 
The right of the carrier to demand surrender of the bill 
of lading is a precaution of which it may avail itself 
for the purpose of avoiding delivery to the wrong person, 
or estopping any persons from asserting title in the 
property through reliance upon such bill, but which, if 
the carrier sees fit, it may dispense with, and if delivery 
is made to the person vested with the right to receive 
the goods, the carrier will have performed its duty. 

Goods cannot be stopped by the vendor (consignor) 
on their way to the vendee (consignee) because the 
ability to pay for them by the vendee is doubtful. The 
insolvency of the vendee must be evident. This may 
be made out by proof showing the inability of the vendee 
to meet his engagements, the dishonoring of his negoti- 
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able paper, or his failure to meet other business engage- 
ments; that is, a general inability to pay his debts. 
However, such insolvent condition must have been un- 
known to the vendor at the time of the sale, and dis- 
covered only after shipment was made. The stoppage 
must be actual, and not upon condition of the vendee 
paying for the goods. Where the consignee’s ability to 
pay is in doubt, shipment should be made to shipper’s 
order, with draft attached. 


* * * 


Effect of Contract Limiting Liability in Shipments 
Wrongly Delivered. 


New York.—‘“‘Is a contract limiting liability of an 
express company valid in the event that the package 
shipped is delivered to the wrong party? A client raises 
the point that in delivering a package to the wrong 
party the express company has become liable for the 
full yalue, under breach of contract.” 

Under a contract limiting the liability of a carrier 
in loss or damage shipments, it would seem that a legal 
distinction has been made, for the purpose of measuring 
the extent of such liability, between a wrong delivery 
by a carrier and any other loss due to the carrier’s fault. 
In the latter instance, a limitation conditioned upon 
a reduced rate is valid, if the shipper has himself 
declared the value, expressly or by implication, the ear- 
rier accepting the same in good faith as the real walue, 
and the rate of freight being fixed in accordance there- 
with. But in the former instance, a wrong delivery. is 
equivalent to a conversion of the goods by the carrier, 
and a consequent abandonment of the shipment. The 
law seems to be that where a carrier has been guilty 
of a conversion, it cannot insist on a stipulation that the 
amount of any loss or damage shall be computed at a 
stated value or at the value of the goods at the time 
and place of shipment. Nor can it do so where the 
negligence which occasioned the loss was wanton or 
wilful. 


* * * 


Intermediate Carrier Entitled to Its Full Local Rate in 
Shipment Misrouted by Initial Carrier. 


Pennsylvania—‘“We venture to submit a question 
which has caused considerable discussion and perplexity 
in our office, same being in regard to the bearing and 
application of Rule 214, ‘Routing and Misrouting Freight,’ 
as shown in I. C. C. Conference Rulings Bulletin No. 5. 
For instance, a tariff names through rates from points 
on Road A to points on Road B via specified junction C, 
intermediate Road D and specified junction E. This 
tariff contains an ‘alternative routing clause reading as 
follows’: ‘The routes shown in this tariff are those 
ordinarily and customarily used, but if from any cause 
the carriers, for their convenience, route shipments via 
junction points other than those shown, but over the 
lines of carriers parties to this tariff, the rates shown 
herein will apply.’ 

“A shipment for a point on Road B is delivered to 
Road A without routing instructions by shipper. Through 
error or negligence; the agent of Road A forwards ship- 
ment via junction F, with same intermediate Road D, 
which takes it via junction G to delivering carrier B. 
There being no tariff naming through rates via specific 
route over which shipment moved, charges are assessed 
on basis of lowest combination, resulting in higher 
through charge than if shipment had been forwarded 
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via route first named. It is agreed that consignee can- 
not be called upon to pay more than the authorized 
through rate via first route in this case, but while the 
intermediate line claims that this case is covered by 
Rule 214 and that originating carrier is solely respon- 
sible for overcharge, and must settle same without 
recourse on any other carrier, originating line claims that 
under the alternative routing clause above cited the 
through rate via first-named route becames equally a 
legal rate via the second-named route, or any other junc- 
tions between the carriers named as parties to the 
through tariff, and that this is not a case of ‘misrouted’ 
freight, per Rule 214, but is covered by the last sen- 
tence of Rule 4 (j), in Tariff Circular 18-A, under which 
the carriers may agree among themselves as to division 
of through rate.” 

The sole purpose of Rule 214 and its subdivisions 
is to provide a remedy for shippers who have suffered 
damages through the misrouting of their shipments by 
carriers, and to fix the ultimate payment of such dam- 
ages upon the particular carrier that was primarily 
responsible for the same. It has no application to car- 
riers’ agreements concerning the division of a rate, or 
the measure of each one’s responsibility to the other in 
case of error in misrouting the shipment. As a conse- 
quence, this rule has application to the question you 
submit only in so far as it determines the point whether 
or not the agent of the initial carrier misrouted the 
shipment, and this fact is properly admitted. 

The alternative routing clause cited simply con- 
forms with the Commission’s requirements as set forth 
in Rule 4(j), Tariff Circular 18-A. In amplification of 
this rule, you will observe that in the second paragraph 
thereof it is provided that “intermediate or delivering 
carriers may demand from the carrier whose agent so 
missends shipment their full local rates for the services 
Which they perform.” In other words, that, while a 
tariff might properly provide an alternative routing 
which will authorize the participating carriers to route 
the shipment via different junction points, yet that such 
provision must not be construed as conflicting with Rule 
214, in the sense of releasing the initial carrier of its 
resultant responsibility for a misrouting or to deprive 
any innocent intermediate or delivering carrier of its 
right to demand from the negligent initial carrier its 
full local rate for its services via the route over which 
the shipment moved. 


* om x 


Shipper’s Right to Possession of Claim Papers Filed With 
Carrier. 

New York.—‘Referring to the case of ‘Alabama,’ 
page 205 of Ture Trarric WorLD of July 27, with refer- 
ence to the return of original claim papers to the 
claimant in case of its declination by the carriers, you 
ask for assistance in locating the ruling of the Commis- 
sion on this subject. Please refer to page 681 of THE 
TRAFFIC WoRLD of May 15, 1909, in which is quoted 
letter from Commissioner Lane, dated April 9, 1909, ad- 
dressed to Mr. J. C. Lincoln, in which the subject is 
fully covered.” 

This letter, in part, is as follows: 

“According to your letter, one of your clients filed 
claim against a carrier for loss of grain. With this 
claim he filed original expense bill, certificate of weight 
issued at point of origin, certificate of weight issued at 
destination, and statement of the overcharge. The claim 
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was declined by the carrier. The carrier has refused to 
return the papers by which your client must prove his 
claim if he is to sue. This refusal is said to be in 
accordance with the instructions of the Commission. 

“It is the position of the Commission that corre- 
spondence relative to claims addressed to a railroad com- 
pany and all memoranda relative to claims made by the 
railroad company become part of the records and memo 
randa of such railroad and come within the operation of 
that portion of the Act to regulate commerce which 
prohibits the destruction, mutilation, alteration or falsi- 
fication in any manner of such records. The correspond 
ence addressed by the claimant to the railroad company 
should be kept by the railroad company in its files, 
regardless of the disposition made of the claim. Such 
papers, however, as expense bills, certificates of weight, 
etc., are not within this ruling, and may fairly be re 


garded as the property of the claimant, to the return of 
which he is entitled.” 


Railway Revenue and Expense 





The railways whose returns are included in the 
bulletin of the Bureau of: Railway Economics for May 
operate 219,104 miles of line, or 90 per cent of all the 
steam railway mileage in the United States. The total 
operating revenues for the month of May, 1912, amounted 
to $226,109,262. This includes revenue from freight and 
passenger traffic, from carrying mail and express, and 
from miscellaneous sources. Compared with May, 1911, 
the total operating revenues of these railways show an 
increase of $6,129,746. These total operating revenues 
per mile of line amounted to $1,032 in May, 1912, and $1,025 
in May, 1911, an increase for 1912 of $7 or 0.7 per cent. 
This increase was the resultant of an increase of 0.4 per 
cent in the freight revenue, together with increases in 
other transportation and non-transportation revenue on 
the one hand, and a decrease of 1.2 per cent in passenger 
revenue on the other hand. 

Operating expenses, which include all the costs of 
maintaining track and equipment, operating trains, secur- 
ing traffic, and of administration, amounted to $161,368,- 
677. This was $8,506,004 more than for May, 1911. These 
operating expenses per mile of line amounted to $736.50 
in May, 1912, and $712.21 in May, 1911, an increase for 
1912 of $24.29 per mile, or 3.4 per cent. Each of the five 
primary operating expense accounts showed an increase 
for 1912. In the cost per mile of maintaining way and 
structures—namely, track and buildings—there was an 
increase compared with May, 1911, of 1.8 per cent; in 
the cost per mile of maintaining equipment, an increase 
of 2.5 per cent; in traffic expenses per mile, an increase 
of 3.9 per cent; in the transportation expenses per mile, 
an increase of 4.7 per cent, and in general expenses per 
mile, an increase of 0.4 per cent. 

Net operating revenue, that is, total operating revenue 
less operating expenses, amounted to $64,740,585. This 
was $2,376,258 less than for May, 1911. Net operating 
revenue per mile of line amounted to $295.48 in May, 
1912, and $312.71 in May, 1911, a decrease for 1912 of 
$17.23 per mile, or 5.5 per cent. The net operating revenue 
for each mile of line for each day in May, 1912, averaged 
$9.53, and for May, 1911, $10.09. It should be recalled that 
net operating revenue represents gross income before 
anything has been taken out for taxes, rentals, interest 
on bonds, appropriations for betterments or dividends, 
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COMPLAINTS BEFORE COMMISSION 


Digest of Petitions Lodged with Interstate Commerce Board During Past Week 


Carpenter, Des 
Moines, Ia., vs. Illinois Central, 

Alleges unreasonable charge of 
27 cents on structural iron, carloads, 
from East St. Louis to Newell, Ia., 
and from Peotone, Ill, to Fonda, 
Ia., the sum of the intermediates 
being only 21.7 cents. Demands 
that sum of locals be made maxima 
for the future, and reparation. 


No. 5031, Cisco vs. the Chicago, Rock 


Island & Pacific and Chicago, Rock 
Island & Gulf, 

Alleges that the rate charged “by 
the defendant for the transporta- 
tion of apples, in carloads, from 
Amarillo, Tex., to Tucumcari, 
N. M., are excessive and unreason- 
able. Demands reasonable rate 
and reparation. 


No. 5027. City of Danville, Va., et al. 


vs. Sou. Ry. et al. 

Complainants allege that rates 
charged by defendants for the 
transportation of merchandise from 
and to Danville, Va., and various 
interstate points, of which New 
Orleans, La.; Louisville, Ky.; St. 
Louis, Mo.; Chicago, Ill.; Boston, 
Mass.; New York, N. Y., and 
Baltimore, Md., are representative, 
are excessive, unreasonable and 
unjust, discriminate against com- 
plainants in favor of shippers and 
dealers situated in Richmond, Roan- 
oke, Lynchburg and other points 
taking Virginia common points 
rates, and put persons doing busi- 
ness in Danville to a great dis- 
advantage in the carrying on of 
their business. Complainants pray 
that after due hearing and in- 
vestigation defendants be made to 
cease and desist from said viola- 
tions, and for such further orders 
as Commission may consider com- 
plainants entitled to in the pre 
mises. 


No, 5028. Dewey Bros. Co. vs. L. & 


N. et al.. 

Complainant alleged that rate of 
2ic per 100 Ibs. on dried grains 
from Eminence, Ky., to Baltimore, 
Md. (when for export), is excess- 
ive and unjust, that a just rate 
should not exceed 13c, and prays 


Dismisses Complaints 





In the complaint of Lathrop, Shea, Henwood Co. vs. 
the Lehigh and other carriers, the Commission dismissed 
the complaint, which asked for reparation on account of 


for more reasonable and just rates, 
and reparation in the «sum of 
$98.88. 


No. 5035. R. J. Dowd Knife Works, 


Beloit, Wis., vs. Wabash and Chi- 
cago & Northwestern. 

Allegés unreasonable charge on 
emery wheels from Detroit to Beloit, 
the through rate being 48.5 as 
against a combination of 41 cents. 
Demands that lowest combination 
be made maximum, and reparation. 


No. 5036. Empire Coke Co., Geneva, 


N. Y., vs. Buffalo & Susquehanna 
and New York Central. 

Alleges that the rate of $1.75 on 
bituminous coal from Sagamore, 
Dubois and Sykesville, Pa., to Ge- 
neva is unjust and unreasonable and 
unjustly discriminatory in that it 
exceeds $1.25. Demands a rate not 
exceeding that figure, and repara- 
tion. 


No. 5032. Reo Motor Car Co. vs. 


Michigan Central. 

Alleges umreasonable rates on 
iron shearing machines from Buf- 
falo to Lansing, Mich. Reason- 
able rates and reparation. 


No. 5033. Gus Moyer Co. and Kra- 


kauer, Zork & Moye, Inc., successor, 
of El Paso, Tex., vs. Pittsburgh, 
Cincinnati, Chicago & St. Louis et 
al. 

Alleges that rates of $1.02 and 
$1.07 on sucker rods from Van Wert 
and Columbus, O., to El Paso are 
unreasonable, in that they exceed 
rates of 46 and 49 cents on similar 
articles from the points mentioned. 
demand reasonable rate and rep- 
aration. 


No. 5029. H. Rosenblatt & Son. vs. 


Chicago, Milwaukee & St. Paul and 
the Baltimore & Ohio. 

Alleges unreasonable rates on 
cotton goods from Wheeling, W. 
Va., to Beloit, Wis. Demands rea- 
sonable rates and reparation. 


No, ——. Sparks Milling Co. vs. Chi- 


cago, Peoria & St. Louis et al. 

Alleges unreasonable rates on 
grain products from Alton to Mem- 
phis. Demands reasonable rates 
and reparation. 








No. 5041. 


No. 5037. Lagomarcino-Grupe Co. of 


Burlington, Ia., vs. C, St. P. M. & O. 
et al. 

Alleges excessive rates for the 
transportation of cabbage, in bulk, 
from River Falls, Wis., to Ottumwa, 
Ia., and prays that after due hearing 
and investigation defendants be 
made to put in force more reason- 
able and just rates, and asks repa- 
ration in the sum of $16.82. 


No. 5038. G. M. H. Wagner & Sons 


vs. Sugarland R. R, Co. and St. L. 
I. M. & S. et al. 

Alleges rates charged on a ship- 
ment of potatoes moving May 10, 
1911, from Sugarland, Tex., to New 
York, N. Y., via Chicago were ex- 
cessive and unjust, and prays for 
reparation in the sum of $17.10. 


No. 5039. Whiteker Bros., Topeka, 


Kan., vs. Chicago & North-Western 
et al. 

Alleges the imposition of a rate 
of 32 cents on potatoes, Green Bay, 
Wis., to Topeka, while a 30-cent rate 
was in effect via another route. De- 
mands reparation. 


No. 5040. Albert Miller & Co., Chi- 


cago, vs. Chicago & North-Western 
et al. 

Alleges that rule 83 is ambiguous 
and unreasonable as _ construed, 
wherefore overcharges on potatoes 
from Wisconsin to Oklahoma, con- 
signed first to Chicago and diverted 
while in transit, resulted. Demands 
reasonable rates and reparation. 


Crutchfield, Woolfok & 
Clore, Chicago, et al. vs. Florida 
East Coast et ai. 

Allege unreasonable rates on po- 
tatoes from Florida to Chicago. De- 
mand reasonable rate and repara- 
tion for each of the several com- 
plainants. 


No, 5042. E. Lynn Tunnell, Roseburg, 


Ore., vs. Louisville & Nashville et al. 

Alleges imposition of $1.61 on 
household goods from Mobile, Ala., 
to Roseburg, Ore., as a _ through 
rate when the combination of locals 
produces a total of only $1.25 De- 
mands reparation. 





the contractor had paid the charges up to the junction 


with the latter, the Erie would have absorbed charges 


in excess of three mills per ton per mile. The testimony 
failed to show prepayment, so it was doubtful if the 
complainant could have claimed absorption down to three 


the failure of the carrier to follow routing instructions. Mills. In other words, the complainant could not show 


If the routing instructions, with regard to cement moving 
from Egypt, Pa., to Campbell Hall, N. Y., had been fol- 
lowed the rate would have been 30 per cent higher than 
that collected. The Lehigh disregarded instructions in 
one case and showed a cancelation in two others. 

The complainant is a contractor working for the 
Erie, and there was a contract, according to which, if 


that he had been damaged, wherefore the Commission 
dismissed his complaint. 


In the complaint of H. Lesinsky Co. against the 
Atchison, Topeka & Santa Fe, the Commission decided 
that a rate of $1.46 on cheese from Plymouth, Wis., to 
El Paso, Tex., had not been shown to be unreasonable. 
It therefore dismissed the complaint. , 
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INCREASING EFFICIENCY ON THE SHORT HAUL 


it is the purpose of this department of THE TRAFFIC WORLD to describe and illustrate, when the 
subject-matter is suitable for illustration, appliances for, and methods of, handling freight in the factory 
and warehouse, in the freight station and on the platform, between the factory, the station and the ware- 


house, and between the platform and the car. The department is established with a view to suggest to 
the traffic man, whether of an industrial concern or railway official, some of the ways in which his fellow 
official has demonstrated the value of his services and some of the means by which others, for commercial 
reasons, have sought to increase his efficiency. THE TRAFFIC WORLD will be pleased to answer inquiries 
concerning any device or method mentioned in this department, or unless requested to the contrary, put 
the inquirer in touch with those who can furnish full information. 


Handling Freight at Local Station’ 





The handling of-less-carload traffic in outbound move- 
ment is one of the most interesting as well as important 
departments of the local station. Many will doubtless be 
surprised to know that approximately 20,000 cars of less- 
carload lots of freight are forwarded from St. Louis and 
East St. Louis every month, and that these consignments 
number about 1,000,000 per month—is it any wonder that 
an occasional shipment goes astray and that we have to 
start a tracer after it? 


Various systems are employed at different local sta- 
tions in loading less-carload freight, for the reason that 
the conditions are not alike at all stations; in fact, dif- 
ferent systems are frequently employed by the same rail- 
road at different cities. The following arrangement for 
loading less-carload freight is considered one of the most 
satisfactory, especially so when teamsters distribute their 
freight at the warehouse doors opposite the cars into which 
it is to be loaded, thus minimizing the trucking distance 
and permitting warehouse men to work in gangs and load 
freight for the same territories every day, thereby giving 
the maximum amount of efficiency. For the purpose of 
explanation we will apply this system to a freight house 
twenty car lengths long and supplied with five loading 
tracks, making the total house-setting capacity 100 cars. 
The tracks are numbered, beginning with the one nearest 
the house, one, two, three, four and five, respectively. In 
setting the house with empty cars, preparatory to the 
day’s loading, the cars on each track are set or spotted 
with doors opposite each other so as to permit the truck- 
ing of freight into any one of the five cars in the “run,” 
as itis termed. The cars are given “spot” numbers, which 
represent their particular location in the house setting. 
The first car at the east end of track No. 1 is given spot No. 1 
on track one; second car on the same track No. 2 on track 
one; the third car No. 3 on track one, and so on down to 
the last car, which is No. 20 on track one. These spot 
humbers are indicated by sign boards or the use of chalk 
on the side of the car near the door. The same method is 
followed in applying spot numbers to the cars on tracks 
two, three, four and five. The first car in the east end of 
track No. 2 is spot No. 1 on track two; the second car on 
the same track spot No. 2 on track two; the third car on 
the same track No. 3 on track two, and so on down to the 
last car on the west end of that track, which is No. 20 on 
track two. The spot numbers are seldom changed, and 
therefore occupy the same relative position at the house 





*Extracts from a paper by R. O. Wells, Illinois Central, 
read before the St. Louis Railway Club. 





day after day. The location of the cars at the house is 
arranged with respect to districts to which they are des- 
tined, so as to eliminate unnecessary switching when 
making up trains. A printed diagram of the setting, 
together with a space opposite each spot number in which 
is shown the actual car number and initial of the car rep- 
resented by the spot number, is given all loading clerks, 
also bill clerks, each day. By applying the spot numbers 
to each track in numerical order the trucker can go imme- 
diately to any spot number given him. 

Just inside each car door, on the left-hand side, as 
one enters the car, a hook is placed which carries about 50 
tags, all bearing the spot number of that particular car. 
(The use of these tags will be explained later.) The spot 
number is indicated by writing the spot number imme- 
diately above the track number, with a horizontal line 

20 
drawn between them, as, for instance, (—) 
1 


The freight house forces are divided into gangs, con- 
sisting of one loading clerk, one picker, three truckers 
and one stowman each. One of these gangs will load from 
twelve to fourteen cars per day. Separate receiving clerks 
are employed to check and receipt to the teamsters for the 
freight as fast as delivered. 

We are now ready to receive and load freight. Most 
teamsters are familiar with the section of the freight house 
in which they should unload their freight; if not, receiving 
clerks will indicate the proper section on the back of the 
shipping tickets. After the freight has been unloaded into 
the houses the receiving clerk checks the packages against 
the shipping tickets, notes exceptions, if any, thereon, 
hands signed receipts to the teamsters and the shipping 
tickets to the loading clerk in charge of that particular 
section of the house. The loading clerk marks the spot 
number on each shipping ticket for his guidance in loading. 
He then checks the freight as it is placed on the truck 
by the picker. After the truck is loaded the loading clerk 
calls the spot number to the picker, who puts the number 
on the top package, by use of chalk, for the guidance of the 
trucker. The freight is then weighed on the truck, the net 
weight of each truck being stenciled thereon, and run into 
the car indicated by the spot number. After the trucker 
has deposited the freight in the car indicated, it is taken in 
charge by the stowman, whose duty it is to see that the 
freight is stowed for safe handling and station order 
unloading en route. As the trucker leaves the car in which 
he has deposited his freight he lifts one of the “spot” 
ecards from the hook at the side of the door, previously 
referred to, and hands it to the loading clerk upon his 
return for the next load of freight. If the spot number 
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agrees with that shown on the shipping ticket the loading 
clerk knows that the freight has been put into the right 
car, and if not, he goes immediately to the car in which 
the freight was left and removes it to the proper car. As 
fast as the freight is loaded the car number and initial, 
as indicated by the house loading chart, are noted on the 
shipping tickets, and the tickets are then sent to the out- 
freight department in the freight office where the way- 
bills are issued. 

Transfer or “trap” cars, as they are termed, which 
are cars loaded with less-carload lots of freight at indus- 
tries, must be switched to the out-freight house, so that 
the contents may be transferred to cars in the house set- 
ting assigned to the district, or break bulk point to which 
the shipments are destined—this for the purpose of econo- 
mizing equipment and giving the traffic the benefit of the 
quickest service. To properly handle this class of traffic 
a platform called an island platform, 10 or 12 feet wide, is 
built parallel to and full length of track No. 5, and on the 
opposite side, paralleling the island platform, is track No. 
6, on which the trap cars are set. The freight is trucked 
over this platform direct to the out-going cars. Since 
these trap cars carry freight for all cars in the house set- 
ting, the trucking distance is much greater than on freight 
received at warehouse doors; therefore a greater number 
of truckers is required for the prompt rehandling of the 
same. One loading clerk can work any number of truckers 
necessary, and keep a perfect check on the correctness of 
his loading under the following described system: 
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spot ticket, an investigation is immediately started and 
the error corrected. 


After the system is carefully figured out, an organiza- 
tion must be created and maintained in order to make the 
system effective, and herein lies one of the greatest re- 
sponsibilities of the local agent. Every man employed in 
the organization of a local freight station has his par- 
ticular duties to perform, and it is incumbent upon the 
local agent to see that only trustworthy and competent 
men are permitted to enter the service. It is an old say- 
ing that “the messenger boy of to-day is the general 
manager of to-morrow.” Whether this is true or not, 
the fact remains that promotions are constantly awaiting 
the understudies and they must, therefore, be carefully 
selected and trained; otherwise the organization will 
soon fail of its own weight, and the local agent will be 
held to a strict accountability for its downfall. 

The local agent conducts the affairs of his station 
along lines of general instructions, which are promulgated 
by the various general officers, and therefore cannot 
always give his customers just what they want and when 
they want it. Yet he is frequently consured for this 
shortcoming. The agent, for instance, can become active 
in the collection of his freight bills as soon as the cor- 
rect amount due is determined. But, unfortunately, h2 
cannot pay his customers’ claims for loss or damage to 
their freight with the same activity. However, I predict 
that the day is not far distant when the local agent will 
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House Loading List 
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The shipping tickets for all shipments in the car are 
assorted in alphabetical order, according to the name of 
the consignee. They are then placed on a clip-board with 
a blank tally sheet immediately under the tickets. The 
spot number of the car in the house setting into which the 
freight is to be transferred is then noted on each ticket. 
The trucks used are numbered. As the picker loads the 
packages on the truck the loading clerk checks them off 
the shipping ticket and calls the spot number of the car 
into which the freight should be transferred. The picker 
marks this spot number on the top package for the guid- 
ance of the trucker. When the trucker starts away his 
number is entered on the tally sheet with the spot number 
opposite, and this load stands charged to the trucker 
until he returns with a spot ticket to correspond. If 
trucker fails to return, or fails to bring back the correct 








take the same pleasure in paying his customers’ claims 
that he has in collecting his company’s revenues. 


Unloading Chute for Bulk Material 





In an article in a previous issue of THE TRAFFIC 
WORLD, it was stated that one of the principal advantages 
in the use of the motor truck for handling freight as 
compared with haulage by horse was that the use of a 
truck enabled the advantageous use of a variety of load- 
ing and unloading devices, of which the economy was not 
so apparent when the slower method of haulage was 
employed. 

One of these devices, to which casual reference was 
made in that article, is illustrated herewith. This is 
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perhaps as simple a form of loading and unloading de- 
vice as can well be imagined, and yet it is stated, and 
apparently upon good authority, that the speed of load- 
ing and unloading commodities that must be shoveled 
can be at least doubled by its use. 

The device is applicable to a variety of commodities 
which are usually shipped in bulk and carried in gondola 
or box cars. The commodities to which it has been espe- 
cially applied are coal, coke, ore, crushed stone, gravel, 
cinders, ashes, earth, brick, roadway material, and, in 
fact, any commodity which is usually handled in bulk 
and loaded and unloaded between wagon and car by 
shoveling. 

The device consists simply of a chute made of sheet 
steel, provided with hoops by which it may be attached 
to the side of the car, and with braces which support it 
at any required inclination. 

The outer end of the chute has a door, hinged at the 
top and latched at the bottom, so that the unloading of 
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The brace by which the chute is supported from the 
sides of the car is adjustable, so that the chute may be 
placed at different inclinations, according to the freedom 
with which the material is likely to flow. 

The chutes may be used upon box cars as well as 
upon gondolas. If the box car is provided with a grain 
door the hooks of the chute are simply attached 
to the upper edge of the grain door. If this door is 
lacking, the purpose is served equally well by the use 
of a plank fastened across the door opening to which the 
hooks may be attached. The braces are supported against 
the side sills of the car. 

The chute is of such weight that it can be readily 
handled by two men, and when necessary to remove from 
one car to another. it is simply placed upon the top of a 
loaded wagon and hauled to the next car. 

In yards where loading is constant at the same point, 


the chutes may be permanently mounted on supports 


Portable Chute for Unloading Bulk Material From Cars. 


the chute requires simply the unfastening of the latch. 
The load falls out by gravity. 

There is a considerable advantage in using two chutes 
at the same time. One of these is filled by shoveling 
from the contents of the car, and while the chute is 
being unloaded into the wagon the other chute is ready for 
loading, and the operation is continuous. The two chutes 
are also desirable when the nature of the material is 
such that the contents of two chutes may be carried in a 
single wagon. 

As built for ordinary use, the chutes are 3 feet 6 inches 
long upon the bottom, 21 inches high on the outer end, 
and 14 inches on the inner end. The width of the chute, 
that is, the length of the door, is 4 feet 2 inches. How- 
ever, these dimensions are purely arbitrary, and may be 


changed to suit any special requirements or any par- 


ticular class of material. 


at the side of the track, and the car placed in correct 
position for unloading. 

The manufacturers of the device call attention to 
the fact that as teaming is usually conducted, the team 
is held at the car side while the load is shoveled in and 
the average time may be as much as 30 minutes. By the 
use of this chute this time is saved, since the chute is 
loaded before the wagon reaches the car. The same 
teams may easily double the daily amount hauled, as pre- 
viously stated in the article. Any saving of this nature 
can be greatly increased where such a device is used in 
connection with a motor truck. With the use of horses 
a certain proportion of this waiting time, represented 
by the 30 minutes for loading, is necessary for the benefit 
of the team, but in the case of the motor truck no such 
delay is necessary, and whatever economy is shown in 
the use of the device in connection with the team, the 
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daily haulage is increased when the chute is used in 
connection with the power wagon. 

At the present time the chute is made in three sizes— 
% yard, one yard and 1% yards in capacity. It is in 
use by a large number of dealers in the materials men- 
tioned, by contractors, road builders, paving companies 
and the like, in practically every state of the Union. 


Handling Loss and Damage Claims 


The following are extracts from circulars issued by 
J. H. Doggrell, superintendent freight loss and damage 
claims of the Frisco system, from which circulars other 
extracts were given last week: 


The L. C. L. Tracer. 

We have for some time been endeavoring to improve 
our handling of tracers covering less than carload ship 
ments. 

A request was sent to our patrons some time ago 
asking that they place their tracers with the forwarding 
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carload shipments in case of shortage may involve the 
securing of records from one or more transfer points. 
This traffic moves on schedules that ofttimes necessitate 
transfer, the tonnage or volume of business in certain 
directions warranting the expediting of the freight by the 
making of straight cars to be handled in through trains 
to the various transfer platforms where the freight is 
worked into local cars for surrounding territories. 

Our agents are co-operating in endeavoring to enable 
us to furnish prompt and reliable information in connec- 
tion with every shipment traced, and we feel sure that 
by continued effort we will be able to maintain our repu- 
tation with the patrons of this company, for prompt and 
efficient service in handling their tracers. 

During the month of March this office received 1,314 
L. C. L. tracers. A great majority of these tracers were 
received from some of the largest firms shipping via this 
company’s lines. 

We may therefore conclude that the better the han- 
dling given the tracers, just so much better will our pa- 
trons think of us and through this better impression 
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agent, who in turn had been instructed to forward same 
to this office promptly with full forwarding record, which 
information is necessary to enable the intelligent handling 
of tracers. I am glad to say that this arrangement is 
being followed and as a consequence the handling of 
tracers has been expedited from four to five days. 

All tracers are handled the same date received in 
this office; an acknowledgment with all information ob- 
tainable at the time being sent to party tracing and an 
investigation started with a view of ascertaining the where- 
abouts of the freight. 

For various causes delays often occur in securing 
information relative to certain shipments. Frequently it 
is difficult to secure replies from our connections to 
which shipments may have been delivered for handling 
to points off our line. Again, the tracing of less-than- 


brought about by our efforts produce correspondingly good 
results in the way of securing increased business for the 
Frisco. 

It occurs to me that it might be a good idea to out- 
line in a general way the method of handling L. C. L. 
tracers, which this office has established; a request was 
sent out some time ago to our patrons asking that they 
place their tracers direct with the forwarding agent, who 
in turn would forward same to this office promptly with 
full forwarding record, which is necessary to enable the 
intelligent handling of tracers. This arrangement has 
been followed out in nearly every instance, and as a con- 
sequence has expedited the handling of tracers from four 
to five days. All tracers are handled the same date re- 
ceived in this office; an acknowledgment with all infor- 
mation obtainable at the time being sent to the party 
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tracing and an investigation started with a view of ascer- 
taining the whereabouts of the freight. Our communica- 
tions to agents bear a stamp in large type across the 
face of same reading, “This is an L. C. L. tracer; please 
let me have the information by return mail.” This is 
placed on each request for information in order to avoid 
opportunity for oversight or delay on part of agents in 
replying to same. 

A great many encouraging letters have been received 
from our patrons indicating their appreciation of our 
efforts to furnish them prompt and reliable information 
in connection with their shipments, and I am satisfied if 
the agents continue their co-operation in endeavoring to 
enable this office to furnish prompt advice on every ship- 
ment traced, this company will maintain its good reputa- 


tion with its patrons for prompt and efficient service in 
handling L, C. L. tracers. 


To All Agents. 


Under Assistant General Manager’s Circular No. 14, 
effective Aug. 1, 1911, authority was granted to a majority 
of agents to pay on Form 75-A, loss and damage freight 
claims with certain exceptions. 

In order to make this a decided success; you should 
see, whenever a patron has a claim in which liability is 
apparent and the amount is within your authorized limit, 
that a prompt and equitable settlement is made and which 
is bound to make friends for the Frisco. 

The following should be watched to prevent extra 
work to yourself as well as delay to the claims: 

Don’t disregard the second paragraph of Assistant 
General Manager’s Circular No, 14, issued August 1, re- 
garding Form 75-A Local: “Agents must not pay claims 
for damage to perishable freight, alleged loss of grain 
or coal from carload or less-than-carload shipments, dam- 
age to live stock, nor for damage to sewer pipe, drain tile 
and kindred articles. All such claims shoul! be promptly 
forwarded to the superintendent freight loss and damage 
claims, Springfield, Mo. 

Don’t pay a claim unless it is properly supported with 
the original bill of lading, original expense bill, certified 
copy of invoice and claimant’s bill made against the St. 
Louis & San Francisco Railroad Co. 

Don’t send me a claim unless it is properly checked 
and properly signed by yourself as well as the claimants. 

Don’t allow a patron to wait for his money through 
your own neglect. 

Don’t send an unpaid claim to me if you can settle 
it at your station with the authority given you. 

Don’t think that proper and prompt settlements on 
your part will be-overlooked by this office. 

Don’t overlook the salvage on claims paid by you 
for invoice value of damaged goods. 

Don’t let it be said by a patron that you lacked in- 
terest in settling his claims, but make him feel it is your 
desire to be fair to him as well as to the railroad company. 

Don’t forget that you are one of many who by close 
co-operation should help make the Frisco one of the best 
systems in the country. 

When this department took over the handling of re- 
fused and unclaimed freight on March 15, 1911, there 
were scattered over the system some 4,500 L. C. L. ship- 
ments. On May 1, 1912, our records show 2,000, a decrease 
of 2,500, or 55.5 per cent. During the period prior to 
1911 and up to and including September, 1912, we re- 
ceived 14,382 requests to secure disposition; out of this 
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number we made delivery of 10,782 shipments, or 84.38 
per cent; 1,565, or 12.3 per cent were sold and 196, or 
1.5 per cent were dumped. We received claims on 178, or 
1.4 per cent. These figures will go to show you what 
can be done provided the proper attention is given mat- 
ters of this kind, and a close co-operation exists between 
the agents, the shipping public and my office. 

The fact that disposition is received promptly is not 
only of benefit so far as claims are concerned, but it keeps 
your warehouse clear and avoids a congestion which is 
bound to occur at most of our stations if freight is not 
moved promptly. 

It would like to call to your attention a few things 
that you can do that will bring about results to our mu- 
tual interest as regards handling freight of this xind: 

First—Render reports on time and in line with in- 
structions. 

Second—Answer all letters, wires and mailgrams 
promptly. 

Third—If you have made requests for disposition and 
think we are slow in furnising it, write and call my atten- 
tion to it, as it might be possible that the shipment in 
question had been overlooked. 

Fourth—Send in your O. K. reports promptly when 
shipments have been disposed of. This saves unnecessary 
work. 

Fifth—Render your monthly report on time. This 
shows me just what you have on hand and how long it 
has been there. 

Sixth—When reporting shipments on hand give all 
the information possible, such as shipper’s name, local 
address and their invoice number. If this information 
is not shown On package, you can generally secure it from 
consignee; that is, on refused shipments. 

Seventh—On carloads, answer wires and mailgrams at 
once; don’t compel me to wire you the second time. When 
you report car on hand and it is subsequently delivered 
without advice from my office, wire me at once and save 
unnecessary telegraphing. 

While the good results that we have had in the past 
years have been in a large measure due to the co-opera- 
tion extended by our agents, I believe that we ran still 
improve, and if you have any ideas or suggestions to 
make that you think would bring about an improvement, 
I will be more than glad to have them. Let’s all pull to- 
gether and make others take notice of what we are doing 
along these lines. 

[THE TRAFFIC WORLD is glad to help in giving others 
a chance to “take notice.”—Ed.] 





The Day of the Motor Truck 


The following is from the Wall Street Journal: 

“Annourncement was made a few days ago that the 
General Vehicle ‘Co., which is owned by the General Plec- 
tric Co., had secured the exclusive rights to import Mer- 
cedes commercial vehicles into this country, and to man- 
ufacture such machines here from the plans of the Ger- 
man concern. Both gas-driven and electric trucks will 
be made, and a large plant will be put into operation as 
soon as possible. The company recognizes that, while 
electric vehicles can take care of 80 per cent of all the 
service for which a delivery truck is used, there are 
services, involving long hauls or extra heavy loads, where 
a gas engine is preferable. 
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“There is no industry, not even the automobile, which 
has developed more rapidly, or which gives greater prom- 
ise of continuing to develop. It is easily demonstrable 
that for delivery and ordinary trucking purposes, in urban 
localities, the auto-truck is as far ahead of the horse- 
drawn vehicle, both in economy and convenience, as the 
railroad is ahead of the stage coach. The truck carries 
vastly greater loads, makes several times the speed, and 
costs no more for operation and up-keep than horses. 
Initial cost is the chief deterrent, and this is being rapidly 
overcome as business men arrive at a better understand- 
ing of the question, and have greater confidence in the 
reliability of present-day machines. 

“As it was with the automobile, so with the truck. 
New capital is constantly seeking this field of industry, 
economies of manufacture are being developed, cheaper 
machines are coming on the market, and greater efficiency 
is being guaranteed. For the citizen the transformation 
is most agreeable. It means fewer vehicles on the streets, 
more rapid movement of traffic, and much more cleanly 
pavements. 

“While there is no reason to believe that the German 
design of car is any better than those developed in this 
eountry, it is a pleasure to see a concern backed by the 
capital and enterprise of the General Electric Co. going 
actively into business. It can mean nothing but im- 
provement.” 


Travel the Electric Way 


A map which has just been issued by the Central 
Electric Traffic Association is calculated somewhat to 
startle one who has not kept pace with interurban rail- 
way development in the central states in the last few 
years. The map includes western Pennsylvania to east- 
ern Illinois, and southern Michigan to northern Ken- 
tucky, and the network of electric lines shown, particu- 
larly in Ohio and Indiana, is as close as the steam railway 
development in some of the more sparsely populated states. 
The main centers are Indianapolis, Cincinnati, Columbus, 
Cleveland, Toledo and Detroit, but Pittsburgh, Evansville, 
Louisville and Dayton make a substantial showing of ra- 
diating lines. There are unbroken—though crooked— 
lines from Pittsburgh to Milwaukee, from Bay City to 
Cincinnati, and, in fact, with a few isolated radiating 
points the entire network is a physical unit. The slogan 
of the association seems based upon this physical unity: 
“Travel the Electric Way—Limited Trains, Through Serv- 
ice—Daily Fast Freight Service on all Interurban Lines.” 





The Bureau of Railway Economics 


In the “American Railway Number” of the London 
Times, recently issued, appears the following article 
upon the purposes and work of the Bureau of Railway 
Economics: 

In an address before the American Economic Asso- 
ciation during the meeting of that body in Washington 
in December last President Taft congratulated the pro- 
fessional economists upon the increasing extent to which 
their services were being called into requisition by the 
government for the investigation and analysis of intricate 
questions of public concern. He might have added that 





it is not alone the government which has “turned the 
corner,” as he expressed it, in calling for such expert 
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service. A forward step in the same direction was taken 
by railway companies of the United States in establishing 
the Bureau of Railway Economics. 

The need for such a bureau was first felt during the 
period of discussion which preceded the enactment of 
the federal railway legislation of 1906 and 1910. Some- 
times it happened that different analyses of serious 
matters were based upon varying data and led to in- 
harmonious conclusions. Moreover, the railways were 
not always in the possession of the complete information 
necessary to enable them to refute widespread accusa- 
tions that they knew to be unjust. Railway officers 
absorbed in the problems of immediate administration 
were without the time and the opportunity to study the 
broader questions of no less, and sometimes of greater, 
importance. 


In the spring of 1910 there was held a meeting of 
railroad presidents to discuss methods for bringing fullness 
of knowledge into their discussions of the broad questions 
of general concern, accuracy to their conclusions, and that 
force to their presentations which accuracy alone can 
give. It was recognized that to this end there must be 
a competent agency whose time and attention should be 
given entirely to the study of the more intricate subjects 
of general interest. It was recognized that the ultimate 
solution of the problems affecting the railways must be 
upon the basis of exact fact; therefore, that the exact 
facts underlying every question must be carefully ascer- 
tained and logically presented. At that meeting was ap- 
pointed a general executive committee of six railroad 
presidents who established the Bureau of Railway Eco- 
nomics. The processes tending toward uniformity and 
standardization (referred to in other articles) which de- 
veloped the American Railway Association chargel1 with 
the study of matters pertaining to the physical and tech- 
nical phases of railway operation, and which also devel- 
oped the various associations of traffic, accounting and 
financial officers charged with the unification of procedure 
pertaining to their respective departments, thus led to the 
formation of an organization charged with the study of 
the relations of the railways to their environmeni—their 
economic relations. 


The headquarters of the Bureau of Railway Economics 
were established in Washington that it might be facili- 
tated in its scientific study of railway problems by ready 
access to the statistics and records of the Interstate Com- 
merce Commission and of other departments and bureaus 
of the federal government. That its main function as a 
source of accurate and authentic information be not im- 
paired, it was forbidden to engage in polemic and partisan 
discussion. 

In furtherance of its purpose to become a recognized 
source of accurate and authentic information in regard to 
the railways, the Bureau is building up a comprehensive 
library and has issued a catalog of the existing body 
of railway economic literature. It works in harmony with, 
and sometimes in at least partial collaboration with, the 
the Interstate Commerce Commission. The main point 
of distinction between the statistical departments of the 
two organizations is that while the compilations of the 
Interstate Commerce Commission principally serve the 
purposes of record and reference, those of the Bureau 
are designed to throw light upon various phases of the 
existing situation for the current information and guidance 
of its constituents. 
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The Bureau makes special investigations, analyses and 
compilations in response to specific requests of its sub- 
cribers. It publishes a monthly summary showing the 
collective trend of railway earnings and expenses, and 
from time to time it publishes the results of studies of 
general interest. Such, for example, is a comparison of 
the railway status of the United States with that of the 
principal countries of Europe. It has issued a bulletin 
comparing the facilities, serviceability and utilization of 
the railways of the United States, the United Kingdom, 
France and Germany; another comparing the railway 
wages and cost of living in these countries; and by the 
time this article appears has probably issued a further 
bulletin making a specific comparison of the freight rates 
in these countries. These general publications of the 
Bureau are sent not only to railway officers, but to the 
educational institutions throughout the United States, in 
which they are being used in increasing degree by teachers 
of economics, and to the railroad commissions, by whom 
they are in constant demand. While the Bureau is not a 
publicity agency, the results of these studies are also 
made available to the newspaper press for the informa- 
tion of the public in general. 


Railway Wages and Living Costs 





Railroad employes in the United States receive twice 
the pay of railroad employes in the United Kingdom of 
Great Britain, according to a compilation just completed 
by the Bureau of Railway Economics of Washington. 
This relates to the wages paid railway employes and 
the cost of living, and is based on the latest years for 
which comparative data are available. 


The average daily compensation of railway employes 
of all classes for the year 1910 was in the United States, 
$2.23; in the United Kingdom, $1.05; excluding supple- 
mentary allowances negligibly: affecting the average, it 
was in Prussia-Hesse 81 cents, and in Austria 89 cents. 
The lowest paid railway employe in the United States, 
the trackman, receives a greater compensation than many 
of the railway employes of France, even those of higher 
grades and with responsible duties. The compensation 
of railway employes is from two to three times as high 
in the United States as in Italy. 


A recent report of the English Board of Trade on 
railway wages shows that the average “weekly pay of 
enginemen in the United Kingdom in 1907 was $11.17; 
of firemen, $6.67. In the same year enginemen on Amer- 
ican railways received an average weekly compensation 
of $25.80, counting six days to the week, and firemen 
$15.24. Recent returns make it clear that in 1912 engine- 
men and firemen in the United States are compensated 
at rates of pay for specific runs that are two, three and 
four times as high as the corresponding rates on repre- 
sentative English railways. 

The annual compensation of enginemen in the United 
States, as reported by two representative railway com- 
panies, now ranges from $1,100 in switching service to 
over $2,800 in passenger service, and of firemen from 


$700 in switching service to over $1,700 in passenger 
service. 


The rental of a three or four room house or flat is 
almost as high in Berlin, Paris, or London as throughout 
the United States, but in England and on the Continent 
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it generally runs from thirty dollars to ninety dollars a 
year less. The quantity of food and fuel estimated by 
the Board of Trade of England as the standard consump 
tion of a typical workingman’s family costs in the United 
States 17.8 per cent more than in France or in Germany; 
35.3 per cent more than in Belgium, and 38 per cent more 
than in the United Kingdom. 

It is well within the truth to estimate that while 
the cost of living of a railway employe in the United 
States is less than 50 per cent higher than that of a 
corresponding employe in the United Kingdom or on the 
Continent, his compensation averages over twice as great. 


Railway Business for May 





For the month of May the net operating revenue of 
the railways declined five and five-tenths per cent per 
mile of line as compared with May, 1911, and that for 
May, 1911, was four and eight-tenths per cent less than 
for May, 1910. This is the salient fact of the monthly 
summary of the Bureau of Railway Economics, compiled 
from the reports of the railways to the Interstate Com- 
merce Commission, and embracing 90 per cent of the steam 
railway mileage of the country. 


The total operating revenues were $226,109,262, an 
increase of $7 per mile of line over May, 1911. The oper- 
ating expenses were $161,368,677, an increase of $24.29 
per mile of line, while the net operating revenue was 
$64,740,585, a decrease of $17.23 per mile of line. Taxes 
amounted for the month to $9,897,301, or $45 per mile, an 
increase of nine and two-tenths per cent. 


The decrease in net operating revenue was most se 
vere for the eastern group of railways, amounting to eleven 
and nine-tenths per cent. For the southern group it im 
creased four-tenths of one per cent, and for the western 
group less than one-tenth of one per cent. The aggregate 
of the net operating revenue for the eleven months of the 
fiscal year, and also for the five months of the calendar 
year, when measured per mile of line, shows a decrease in 


comparison with the corresponding periods of the previous 
year. 


Atlanta’s Complaint 





In the case recently heard at Duluth before Com 
missioner Meyer, on Atlanta freight rates, G. R. Browder, 
assistant freight traffic manager Southern Railway, in 
answer to questions as to the demand for lower rates 
to Atlanta, declared emphatically that there should be 
no reduction. His testimony was to the effect that in 
asmuch as Atlanta has grown and prospered under the 
present schedules, there is no good excuse for changes; 
that the hearing was stirred up by the Atlanta bureau 
people because they had nothing else to do, and that if 
lower rates are fixed, it will result in a considerable losg 


‘to the road he represents. 


Harry T. Moore, manager of the Atlanta Freight 
Bureau, which filed the complaint, stated that the burean’s 
contention was that the southeastern roads were dis 
criminating against Atlanta and in favor of Knoxville, 
Chattanooga, Nashville and other cities. He illustrated 
his position as follows: 

“The distance from New York, by lake and rail, te 
Nashville is 799 miles; from New York to Chattanooga, 
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648 miles, and from the same port to Knoxville, 672 
miles. The distance from New York to Atlanta, via the 
same route, is 510 miles. Our rate is $1.05. Chatta- 
nooga gets the same rate for the shipments that in many 
instances come from the inland towns of New England 
and that have to be transferred at New York. Knox- 
ville is given the same advantage over us, while that 
city’s rate is only $1, while Nashville, also with the same 
privileges, gets the low rate of 91 cents. We want a 
fair rate so that we can compete with other southern 
cities in the same territory. All these shipments from 
New York come by way of Savannah, and all must pass 
through Atlanta before reaching final destination. 

“The rate from Cincinnati to Atlanta, 474 miles, is 
98 cents, while the rate from the same point to Bir- 
mingham, 479 miles, is 89 cents. This gives 
ham a leeway of 9 cents over Atlanta.” 


Birming- 


Freight Station Closing 


W. A. Garrett, chairman, Association of Western 
Railways, has issued the following notice relative to the 
closing of freight stations on Saturday afternoons: 

“The freight stations at the following terminals will 
close on Saturdays at one o’clock, commencing July 27, 
1912. 

“All railroads centering at Kansas City, Council 
Bluffs, Omaha, Sioux City, St. Joseph, Lincoln, Milwaukee 
and Dubuque. 

“At Chicago, the following western lines will close 
at one o’clock Saturdays, commencing July 27, 1912: 
Atchison, Topeka & Santa Fe, Chicago & Eastern Illinois, 
Chicago & North-Western, Chicago, Burlington & Quincy, 
Chicago Great Western, Chicago, Rock Island & Pacific, 
Chicago, Milwaukee & St. Paul, Illinois Central, Minne- 
apolis, St. Paul & Sault Ste. Marie.” 

The understanding in regard to this closing agree- 
ment is that teams will not be permitted to enter the 
driveways after 1 p. m. to receive or discharge freight, 
though teams that are upon the driveways at that hour 
will be served. 





No Graft 


In an editorial on the recent express decision the 
New York Times says: 

“The only serious question between the Commission 
and the companies now is whether the new system of 
rates, ta be established under the order of the Commis- 
sion, weuld cempensate the companies, with profit, for 
the expetse of the service they render. It is understood 
that the companies are willing to adopt the reforms in 
their methods and practices which the Commission pre- 
scribes, and it is evident that these reforms would pro- 
mote tle. public convenience. There has long been an 
impressi@n, very generally entertained, that the express 
companies made money at the expense of the railroads. 
It has° sometimes been said that the railroads under- 
charged the express companies for the transportation 
service they render, thereby fattening the profits of the 
express companies, among whose large shareholders 
were railroad men whose influence in determining the fix- 
ing of transportation rates would be very great, if not 
controlling. This would be a form of ‘graft’ of which 
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the Commission would be bound to take notice. 
dently, there is no such ‘graft.’ 


Evi- 


“According to the Commission’s reports, the 13 ex- 
press companies had in the fiscal year 1911 a gross trans- 
portation income of $149,311,485, out of which they paid 
to the railroads $73,956,455, leaving for themselves $75,- 
355,030. Their own operating expenses amounted to 
$67,996,759. This left a net operating revenue of $7,358,- 
271 to the express companies. The Commission finds 
no occasion to express any opinion as to the reasonable- 
ness of the amount paid to the railroad companies by 
the express companies. The net operating revenue 
allowed a 6 per cent return upon all the property, valued 
at $27,163,869, used in the express service by the com- 
panies. These figures, of course, furnish no criterion 
for the fixing of rates, since by far the greatest item in 
the property account would be the property of the rail- 
roads, which render the chief part of the service.” 





Briefs on Western Classification 


THE TRAFFIC SERVICE MEWS BUREAU, 
COLORADO BUILDING, WASHINGTON, D. C. 


The hearings on Western Classification No. 51 have 
been completed and time has been set for briefs, reply 
briefs and oral argument. The time for briefs is Sep- 
tember 15, reply briefs October 5, and oral arguments 
in Washington on October 16. 

The hearings on the Pacific coast held by Commis- 
sioner Clark and J. M. Jones, chief of the bureau of tariffs, 
developed the fact that the Pacific coast has little or no 
objection to the proposed changes. 

The chief opposition developed at the hearings was 

» the proposed application of Official Classification Rule 
No. 10. The Pacific coast people have an idea that its 
application would ruin their job business. They want 
none of it. 


Craffic World Changes 


C, S. Campbell has been appointed assistant general 
freight agent Atlantic Coast Line, with headquarters at 
Richmond, Va. The position of division freight agent at 
Richmond is abolished. 

W. E. Renneker has been appointed assistant gen- 
eral freight agent Atlantic Coast Line, with headquarters 
at Charleston, S. C. The position of division freight 
agent at Charleston is abolished. 

James F. Mead has been appointed assistant general 
freight agent Atlantic Coast Line, with headquarters at 
Jacksonville, Fla. The position of division freight agent 
at Jacksonville is abolished. 

Ewen Davidson has been appointed general agent 
Atlantic Coast Line, with headquarters at Atlanta, Ga. 
The position of commercial agent at Atlanta is abolished. 

The appointment is announced of A. D. Davis, for- 
merly traffic manager of Hyman, Michaels Co., as general 
freight agent of the Universal Shipping Co. of Chicago, 
import, export and domestic freight contractors. 

W. M. Powers has been appointed assistant general 
freight agent St. Louis & San Francisco, with office at 
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The Kron Automatic Dial Scale 
in warehouse of Jos. T.'Ryerson’& Sons 
W. 16th St., Chicago 


Automatic—Springless—Instantaneous 
Only one operation —LLOAD and LOOK at DIAL 


Automatic machines furnished that will operate any make of — 
dormant warehouse scale. 


SOLD BY 


SPENCER OTIS COMPANY 


CHICAGO ST. LOUIS 
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St. Louis, vice E. K. Voorhees, resigned to accept service 
with Uniform Classification Committee. 


W. T. Webster has been appointed division freight 
agent Chicago, Indianapolis & Louisville, at Bedford, Ind. 
R. B. Robertson is appointed general agent at Chi- 


cago, vice W. T. Webster, promoted. 
Slaughter Linthicum, formeriy connected with the 


traffic department of the Virginia-Carolina Chemical Co., 
at Atlanta, Ga., has been appointed traffic manager of 
the Empire Cotton Oil Co., effective July 1, with office 
at Atlanta. 

H. C. MeVean has been appointed general freight and 


PRINTING 


of such class as will 
attract attention 








WE will gladly suggest, plan or 

compile folders, booklets or any 
printing required at reasonable cost. 
Estimates cheerfully furnished. Write 
us regarding any of your requirements 
in our line when next in need. We 
have night and day service — linotype 
and monotype composing machines — 
full up-to-date bindery and printing 
equipment. 


The Blakely Printing Co. 


30 So. Market St., CHICAGO 











With No Increase in Operating Cost 
Over the Best Automatic Dial in the World 


ing Dial in existence. 
other. 


ing device ever invented. 
Ask Us for Particulars 


607 Hartford Bldg. 


Weigh ALL Your L.C.L. Freight 


We build the most durable and accurate Quick-Weigh- 
It is the most solidly and care- 
fully constructed, has the most legible dial, and will 
maintain a high degree» of accuracy longer than any 


This is because of the fact that it is a spring-controlled 
attachment for a BEAM SCALE, the most reliable weigh- 


Streeter -Amet Weighing & Recording Co. 


Makers of Automatic Weighing Devices -:- Established 1886 


CHICAGO 


Vol. X, No. 5 


passenger agent Denver, Laramie & Northwestern, with 
headquarters at Denver. He succeeds S. K. Martin, 
resigned. 


W. F. Taylor has been appointed asistant general 
freight agent of the central district, Southern Pacific, at 
San Francisco. He was formerly district freight agent 
at Los Angeles. 


W. D. Skinner has been appointed assistant traffic 
manager Oregon-Washington Railroad & Navigation Co. 
at Portland, Ore. He was formerly general freight agent. 

Charles A. Redden has been appointed assistant gen- 
eral perishable freight agent St. Louis & San Francisco 
and Chicago & Eastern Illinois, vice E. P. Lannan, re- 
signed to engage in other business. 


A. D. Davis, formerly traffic manager for Hyman 
Michaels Co., Chicago, has recently been appointed general 
freight agent of the Universal Shipping Co., with offices 
at 203 S. Dearborn street, Chicago. 





Position by INDUSTRIAL TRAFFIC MANAGER, fifteen 
years’ experience, thoroughly schooled in I. C. C. rulings 
and interstate transportation; qualified to handle same in 
every phase. Expert in presentation and prosecution of 
claims, with exceptional record of success in that connec- 
tion. Address N. H.—50, The Traffic World, Chicago. 


ARTHUR B. HAYES 
ATTORNEY-AT-LAW 
COLORADO BUILDING WASHINGTON, D.C. 


Former member’ of the Department of Justice as 
Solicitor of Internal Revenue 


interstate Commerce Litigation 
a Specialty 











Automatic Weight Recorder for R. R. Track Scales 
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Learn Interstate Commerce and Become an 
Expert in Traffic, Freight Rating and 
Transportation Work 


THE TRAFFIC WORLD AND TRAFFIC BULLETIN 


Don’t delude yourself with mere “‘hope’ . ; 
with yourself! What ARE YOU DOING to merit advancement! Don’t 
imagine that just because you work hard and put in os hours that you 
should get a higher position or more salary. YOU KNO 
and hard work—ALONE—wil!l never win. You must get results Today, 
results—and results ALONE—count in the final valuation of aman. Modern 
business bids—EX CLUSIVELY—for men of higher ‘‘brain-efficiency”. The 
standard of requirement is HIGH. You must prepare yourself—then you 
can DEMAND advancement and it will be given IMMEDIATELY. 
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Higher 
Efficiency 
Position 


Salary 


Prepare Yourself—then 
Demand Advancement! 


of advancement. Be honest 


that long hours 


Become an Expert Accountant—Learn the Theory and 
Practice of Accounts, Cost Accounting, Auditing, 
Business Law, Organization, Management, Etc. 


Extension University Home-Study Courses 


Interstate Commerce 


This course covers practical ‘‘ DAILY TYPE PROBLEMS” that 
arise in traffic offices every hour—how to compute lowest legal rates 
within, and between, various traffic territories—how to adjust rates 
—colored maps of traffic territories, etc. If you obtain this knowl- 
edge your services will be in demand by scores of high-grade con- 
cerns in every shipping center—concerns that must employ a Traffic 
Manager. 


Position of Traffic Manager Is Important 


For Example:—One of our trained traffic men, after three months 
training, had refunded to his employer $350.00. Through this kind 
of expert service one Chicago shipper recovered $2,030.00 on a three- 
carload shipment. $10,000.00 was saved to six concerns through a 
correct application of reciprocal switching rates. 


Prepared from Experience in the Field 


This course is, in fact, the knowledge gained from actual exper- 
ience of expert traffic men in the field and can be easily learned by 
any man of ordinary intelligence. This training will qualify you for 
high position and salary as TRAFFIC MANAGER, RATE AUDITOR 
OR INTERSTATE COMMERCE EXPERT—it will place you in 
the NEW PROFESSION created by the new Government Freight 
Rate System. y 











FREE AID AND ADVICE 


particulars of any course upon request. 


Remember that if you enroll under one of these courses you will, at any time, be entitled to 
the service of the La Salle Extension University Board of Consulting Specialists. Thus you wi/ 
have the benefit of their advice and experience to aid you in your daily work—they will help you 
“make good'”’ This feature, alone, is worth more than the cost of the course. 


SPECIAL SUMMER SCHOLARSHIPS 


In order to populari e our courses in Interstate Commercé and Higher Accountancy, 
we are offering ‘Special Scholarships”’ at reduced cost. Do not neglect this opportunity 
to enroll under the reduced rates for the summer—you will receive the complete, regular 
course. Catalog and complete information concerning the course in which you are inter- 
ested will be sent freee EASY MONTHLY PAYMENTS—NO EXTRAS. Fill out the 
Coupon and mail at once. It will cost you nothing to investigate—why not do it? : 

We also offer ‘‘Extension University” courses in Law—Commercial Law—Business 
Organization and Management—Bookkeeping and Business English. Catalogs and ful/ 


LA SALLE EXTENSION UNIVERSITY, Dept. 136, Chicago, Ill. a 
Eh ARR REN CR 


Higher Accountancy 


This course was prepared by WILLIAM ARTHUR CHASE, 
LL. B., C. P. A., H. PARKER WILLIS, Ph. D., Associate Editor, 
Journal of Accountancy. and a staff of expert accountants. Mr. 
Chase, before taking up this work was President of the American 
Association of C. P. A. Examiners—Member of the Illinois State 
Board of Examiners in Accountancy and Lecturer on Accountancy 
in the University of Illinois. He is also the author of ‘‘C. P. A. Exam- 
inations and How to Pass Them,"’ which is a part of the text material 
furnished with our course. Dr. Willis is Professor and Dean in the 
George Washington University, and Associate Editor of the Journal 
of Accountancy. 


Qualify Now for High Position and Salary 


Determine NOT to be merely a ‘‘bookkeeper”—go higher—be- 
come an expert accountant! There are not enough expert account- 
ants in the whole country to meet the demands of a single city like 
Chicago or New York. The sucessful conduct of any large business 


demands the constant supervision 
COUPON 


of an expert accountant. Many 
positions of this kind are paying Over 
La Salle Extension University 
Dept. 136 Chicago, Il 


$10,000 a year. By our ‘‘Extension Uni 
versity Plan’’ you can complete 
the course and become a qual- 
ified accountant in one year. 

Gentlemen : Please send me, 
without cost or obligation, catalog 
and complete information concerning 
the course I have marked *X.” Also 

give me an explanation of your “Ex- 
tension University Plan” of education. 

















C7} Interstate Commerce. 
[] Higher Accountancy. 
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Railway Valuation 


Officials in all branches of the Service 
appreciate the need of keeping abreast of 
the leading thought of the times on this 
important topic. | 


The Safety First Movement 


Voluntary efforts on the part of employes, 
as a result of self-organization and education, 
are working wonders in the reduction of 
accidents, deaths and injuries. Adopted by 
many leading railroads, and commended by 
railroad commissions of Indiana and Illinois. 


A good thing to be interested in 
and talk about---so get the facts 





AMONG THE LEADING TOPICS covered 
by authoritative information, the above are 
given ample space in the July issue of PusB_tic 
Service REGULATION. 


Eighty pages, illustrated. Read by alert 
public utility officials everywhere. Single 
copies, 25 cents; yearly, $3. 


For July Issue, Write To-day 


Public Service Regulation, Chicago, Ill. 
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HOW MANY 


Of Your Friends Read 


The Traftic World? 


WHY NOT FIND OUT? 












If You Are Not Too Busy and Could 
Use Some Extra Money It Will Pay 
You to Investigate Our Offer 


WRITE US TODAY 


The Traffic Service Bureau 
30 S. Market Street, Chicago 
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Save on L. C. L. Export Shipments 


By consolidating L. C. L. shipments for China, Japan, Philippines, Australia and 


Vol. X, No. 5 


New Zealand, and routing via Pacific Ports we save on rates and time—40 to 


60 days quicker than New York route. 


Service regular and reliable. 


IMPORT SERVICE.— Write for our inexpensive plan of relieving consignees 


of all details. 


G. W. SHELDON & CO.,, 





Monadnock Block, Chicago 





Directory of Transfer Agents, Freight Forwarders, 


Warehousemen, 


Custom ? House 





GUFFALO, N. Y. 
BUFFALO STORAGE & CARTING 


CO., 350-356 Seneca St. ‘Unsurpassed 
facilities’”’ for storing, handling, trans- 
ferring and forwarding goods. Tele- 
phone No. 633. 


CHICAGO, ILL. 


JDUSON FREIGHT FORWARDING 
Co., INC., 443 Marquette Bldg. Car- 
load distribution to all railroads at 
Chicago without teams; L. C. L. ship- 
ments of machinery forwarded at re- 
duced rates to all principal western 
and Pacific Coast points. 


Brokers, etc. 





MIDLAND WAREHOUSE & TRANS- 


FER CO., 48d and Robey Sts. Belt 
line warehousing and reshipping with- 
out teams. Carloads received rail or 
lake and reshipped rail, L. C. L., at 
Chicago rates. Insurance rate, 29c. 


DAVENPORT, IA. 
SCHICK’S EXPRESS & TRANSFER 


CO., 121 Ripley Street. General trans- 
fer and forwarding agents; reship- 
ping; storage; warehouse. Carloads 
or less consigned to our care will be 
delivered promptly. 


DETROIT, MICH. 

THE READING TRUCK CoO., Sixth and 
Congress Streets. Authorized cartage 
agents for the Wabash and Canadian 
Pacific railways and for the Anchor 
Line steamers. Special attention given 
to distribution of carload freight for 
two or more parties. Merchandise de- 
livered as ordered. 


LOUISVILLE, KY. 

LOUISVILLE PUBLIC WAREHOUSE 
COMPANY, INC. Import and export 
freight contractors, transfer and re- 
shipping agents, custom house brok- 
ers. Bonded and free warehouses. 


ST. LOUIS, MO. 

ASHLEY WAREHOUSE CO. Bonded 
and general storage. Drayage facill- 
ties. Cars promptly handled. Custom 
house entries attended to. Insurance 
18e. Track connections. 





BIND THEM UP 


If you want to keep your back issues of THE TRAFFIC WORLD, let us bind them 


for you. 


Per Year, tariff section included, 4 volumes, $5.00 


es omitted, 2 


= 2.50 


We pay NO Transportation Charges. 


THE TRAFFIC SERVICE BUREAU 


30 SOUTH MARKET STREET, CHICAGO 
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Washington Brought to Your Door 


That’s what our special service means to you. 
It means that we bring the vast official data on traffic 





matters to your desk. 


The files of the Interstate Commerce Commission, 
the only complete record of interstate freight rates 
in the world, are made as accessible to you as if they 


were in your own office. 


Our trained investigators, men thoroughly schooled in rate 
questions, are at your command at any time you want prompt, 
| accurate information upon traffic matters. 


| Your wants are our only limitations. 


| The cost of this service? Small. You pay only for the time 
actually spent by our men in your service. 


The Traffic Service Bureau 


506-510 COLORADO BLDG., WASHINGTON, D.C. 





30 S. MARKET STREET, CHICAGO M1. 





LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS 


The National Industrial Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffic 
matters, to co-operate with the Inter- 
state Commerce Commission, state rail- 
road commissions and transportation 
companies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 
Membership—Those eligible as mem- 
bers are traffic directors, managers, 
commissioners or other officials in 
charge of traffic of industrial or com- 
mercial organizations and traffic officers 
of representative shipping concerns in 
the United States. 


Officers. 
J. M. Belleville, President, 
G. F. A., Pittsburgh Plate Glass Co., 
Pittsburgh, Pa. 
H. G. Wilson, Vice-President. 
‘omm’r, Transportation Bureau of 
Commercial Club, Kansas City, Mo. 


W. D. Hurlbut, Secretary-Treasurer, 


lr. M., Wisconsin Pulp & Paper Co., 
28 BH. Jackson Blvd., Chicago, Il. 


National Implement and Vehicle Associa- 


tion. W. J. Evans New Traf. Mer., 
American Trust Bidg., ieago, TL 
Sterling 


Manufacturers’ and Shippers’ 
Association, 

In charge of traffic of industries located 
oy Sterling and Rock Falls, IL 


E. DE cesecpecetessae President 
We, Mec 4 veckeetess Vice-President 
a, Us Mists eenee Secretary-Treasurer 
We Ge Pa bescentneze Traffic Manager 
MINNESOTA, 


Northern Pine 


Manufacturers’ Assocla- 
tion. H. 8S. C 


hilds, Secy., Minneapolis. 


MISSOURI. 


Business Men’s League. P. W. Coyle 
Comm’r, 614 Bank of Commerce Bidg., 
St. Louis. 


TENNESSEE, 

The Memphis Frelght Bureau. L. R. 
Donelson, Pres.; W . Thomas, Vice- 
Pres.; James S,. Davant, Commissioner, 
Memphis, Tenn. 


TRAFFIC CLUBS 


National Federation of Traffic and Trans- 
portation Clubs. J. V. Zartman, Pres.; 
Carl K. Landes, Secy: 


The Chicago Transportation ponosiadem 


Frank T. Scanlan, Pres.; ac- 
Niven, Secy. 
The Traffic Club of New York. E. G. 


Warfield, Pres.; C. A. Swope, Secy. 
The Spokane Transportation Club. Chas. 
W. Colby, Pres. 
The Traffic Club of Chicago. F. B. Mont- 
gomery, Pres.; Guy S. McCabe, Secy. 


The Traffic Club of Philadelphia. F. A 
Bedford, Pres.; Cc. W. mm 
Secy. 

The Traffic Club of St. Louls. A. Hilton, 


Pres.; A. F. Versen, Secy.-Treas. 
The Traffic Club of Pittsburgh. J. T. 
Johnston, Pres.; D. L. Wells, Secy. 


The Transportation Club of Indianapolis. 
L. L. Fellows, Pres.; L. EB. Stone, Secy 


The Traffic Club of New England, Bosten. 
a BE. Byrnes, Pres.; Wm. C. Brown, 
ecy. 


The Transportation Club of Cincinnati. 
C. C. Spaulding, Pres.; W. C. Hull, Secy. 


The Transportation Club of Loulsville. 
i. J. Irwin, .; Fred H. Behring, 
ecy. 


The Transportation Club of Toledo. L. G. 
Macomber, Pres.; J. 8S. Marks, Secy. 


The Traffic Club of St. Paul. J. R. Jones, 
Pres.; A. L. Bowker, Secy. 


The Traffic Club of Newark. A. Preston 
Jump, Pres.; Robert B. McHugh, Secy. 

The Traffic Club of Seattle. F. W. Parker, 
Pres.; F. R. Hanlon, Secy. 

The Transportation Club of Detroit, Mich. 
L. M. White, Pres.; W. R. Hurley, 

Transportation Club of San Francisco. 
J. F. Burgin, Pres.; Theo. H. Jacobs, 
Secy. 

The Rallroad Club of Kansas City, Me. 
James L. Marens, Pres.; Claude Man- 
love, Secy. 

The Transportation 
Birmingham, Ala. 
O. F. Redd, Secy. 

The Traffic Club of Minneapolis, 
Pool, Pres.; F. B. Rowley, Secy. 

Salt Lake Transportation Club. D. R. 
Gray, s.; J. W. Ellingson, Secy. 

Traffic Club of Milwaukee. C. J. Bert- 
schy, Pres.; R Thayer, Secy. 


and Traffic Club, 
I. Sevier, Pres.; 


F. 8. 
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St. Paul, Minn., May 23, 1912. 
Traffic Service Bureau, Chicago. 

Gentlemen :—I am in receipt of 
the leather bound copy published 
by you giving the proceedings of 
our National Association, with di- 
gest of Federal and State Court 
decisions, Interstate Commerce 
Laws, State Public Utility laws, 
etc. 

Have examined the same with 
great care and find the copy to be 
complete and in my opinion a 
very valuable document for use by 
parties interested in public serv- 
ice corporations both as managers 
or regulating bodies. 

Yours very truly, 
C. F. Staples, 
R. R. and Warehouse Com. 


I know it is going to prove a © 
valuable reference work and you |) 
are to be complimented upon the | 
enterprise manifested and the ap- | 


pearance of the work itself. 
Very respectfully, 
M. S. Decker, 
Public Service Cornmissioner, 
Albany, N. Y. 


ay. 


This is a very handsome book 


and its contents will be of great 


value to every railroad commis- ~ 
sioner and to every railroad man. ¥ 


W. J. Wood, 
Chairman Railroad Commission, 


Indianapolis, Ind. | 
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